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Not Going Out of Business 


OTWITHSTANDING the mass of evidence that 
has been accumulated and published during the 
present year, there still are a few persons who continue 
to assert that the electric railways as an industry are 
moribund and soon will be extinct. All that ‘is neces- 
sary to refute such a claim is found in the articles that 
_ have been published in this paper in recent months, and 
a number of excellent articles in the public press. 
Broadly speaking, the industry is now in the best 
condition it has been in for the past ten years. This 
is not an overnight development, but has been a gradual 
‘improvement from the early post-war days when pros- 
‘perity was abroad everywhere in this country except 
for the electric railways. Since the dark days of 1919 
there has been more and more.a realization that the 
electric railway is one of the basic industries, and that 
much of our modern city life is dependent on it. ‘Far 
from becoming obsolete, its patrons are increasing 


steadily. The year 1923 was the banner one in the 


history of the electric railways, both for gross revenue 
and for passengers carried. And this is so even 
though passengers carried on buses increased at an 
enormous rate. The per cent of increase of passengers 
carried on buses looks enormous merely because there 
has been little to begin with. The same condition held 
with the electric railways in the early days. 
The difficulties experienced by electric railways in 
the past few years have been of two kinds—low revenue 
and high costs. That the revenue has been insufficient 
has not been because it has shrunk. On the contrary, 
it has shown a continual growth. The difficulty has 
been that the revenue has been fixed, not by the cost 
of doing business, but by provisions written in genera- 
tion-old franchises that were made when the operating 
ratio was low, even with a 5-cent fare. Look ahead as 
they might, the managements could not see far enough 
to visualize costs at two to three times as high 
as they were then. Most of them felt that they had 
ietven very shrewd bargains. 

But there must be an end somewhere. Costs have 
today stopped advancing and have reached almost an 
absolute level. This was foreseen in an article pub- 
lished in the Annual Statistical Number of this paper 
for Jan. 5, 1924, page 18. Between December, 1923, 
and July, 1924, there has been a drop of 3 per cent 
in the index of wholesale prices and of 1.4 per cent in 
construction costs, while electric railway material costs 

have remained stationary. Electric railway wages have 
gone up 1.4 per cent, and street car fares have advanced 
18 per cent. The fluctuations in intermediate months 
lie between these limits, indicating a very stable 
ndition. Even though the fares have not risen pro- 


the introduction of economies and more intensive 
cultivation of the riding habit, have made it possible 
for the progressive companies to make showings of net 
income that compare very favorably with pre-war 
statements. 

The demand for electric railway securities continues 
unabated. As was pointed out in an article in this 
paper for July 26, new issues totaling nearly $50,000,- 
000 were issued on terms favorable to the railways 
during the first six months of the year. Here is con- 
crete evidence that the pele eo is viewed with favor by 
investors. 

As evidence of how Soa the industry is looked 
on today, many newspapers are spreading the informa-. 
tion that the industry is once more ‘on its feet. One 
of the best examples of this is the series of articles 
by Paul Willard Garrett published in the New York 
Evening Post recently. This writer, who is well known 
in financial circles, concludes that “it is safe to say 
that the industry is working into a stronger position 
and that traction securities, properly chosen, occupy 
a better market position than they have for some time. 
The future in many cases is positively bright. In 
weathering the storms of recent years, the industry has 
learned better how to avoid trouble. Not only that, the 
business has been put upon a sound basis, a thing which 
brightens the outlook for traction securities.” 


Where the Bus 
Fits Into the Picture 


N THIS discussion of the future of the tractions, 

no mention has been made of the place the bus will 
take. This has been stated in these pages many times. 
Today the truth of the statement in an editorial pub- 
lished on Jan. 5 is more apparent than ever before, 
that the leading men of the electric railway industry 
and the principal bus manufacturers will dominate the 
bus ‘situation in its major operations and that the 
electric railways are to be the great market for buses. 
Out of some 75,000 sq.ft. of exhibit space already 
applied for at the October convention of the American 
Electric Railway Association requests for 30 per cent 
of the space are from bus manufacturers. 

With this great field before them the bus men need 
have no fear that they will not have the opportunity 
to develop business. While it is conceded that the bus 
cannot be compared with the street car for the great 
bulk of the transportation requirements, it is likewise 
true that with the high costs of electric railway con- 
struction there are many localities where street car 
service has not been given, though the residents are 
demanding transportation. Usually these are localities 
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where the traffic is not dense enough to support rail 
lines. In the aggregate this amounts to a very material 
extension to the existing service. Chief among these 
areas requiring service are suburban districts. While 
the street car can be operated at less cost if the traffic 
is sufficiently dense, nevertheless no service or an in- 
different service is being given in many areas that 
should have transportation of the high grade that can 
be furnished only by the recognized agency—the street 
railway. The bus is a means of furnishing this service 
so that the railway will be able to meet the just 
demands of the public without having to make the 
tremendous investment that- would be necessary to 
extend its lines at present prices. 

This is just one of the uses of the new vehicle. 
De luxe service, sightseeing routes, boulevard and park 
lines—all these are fields where the railway may well 
use its new ally. 
a similar field where special service of this sort may be 
given. In fact, a number of progressive railways 
already are providing it. : 

The possibilities are large and the way has but re- 
cently been opened. With co-operation between bus 
manufacturers and co-ordination of the two services by 
the railways, there is without doubt a bright future for 
the new vehicle. And in the readjustment the public 
cannot: help but be the gainer. 


The Real Measure of 
Transportation Service 


REQUENT and regular service—every electric rail- 

way man knows how desirable that is. In the morn- 
ing when the superintendent of transportation sees on 
his desk a record showing correct and even headways 
on his various lines the preceding day, he feels gratified. 
But it is often worth while to look below the surface of 
records to see whether or not they really mean good 
transportation service provided for the public. 

It may be taken for granted that headway checks 
made on the streets by inspectors are accurate. To 
make them so is a mere matter of discipline in the 
organization. But service means more than having a 
good headway on paper. It means providing trans- 
portation at the places where it is wanted and at the 
times when it is wanted. 

An example that can be cited to show the danger 
of placing too much emphasis on a paper headway is 
the case of a heavy suburban line where the inspector 
was accustomed in the afternoon rush hour to turn 
back inbound cars at the outskirts of the city. By so 
doing he avoided having a serious gap in the outbound 
headway at his particular checking point, but, because 
the traffic on this line originates almost entirely in the 
center of the city, his plan resulted in taking away 
cars from the very point on the line where they were 
most needed. 

Another example is the practice of short routing cars 
unexpectedly and compelling through passengers to 
change. On a short headway this procedure may take 
longer and cause a bigger gap than the one it was 
intended to correct. There can be no fixed rule in 
these matters that will tell the supervisory force when 
it is worth while to juggle the headway and when it is 
better to leave it alone. But if it is always borne 
in mind that the facilities provided on the street are 
the real measure of transportation service, inspectors 
are unlikely to make serious mistakes. 


In interurban territory, too, there is” 
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It Can Pay the Public 
to Be Patient 


HEN the Bay State Street Railway was re- 
organized as the Eastern Massachusetts Street — 
Railway and placed under the management of state | 
trustees in September, 1919, the latter announced that | 
the property would be divided into areas that would | 
have to be either self-sustaining or quit if the deficits |) 
were not made up, at least in part, from local taxation. i) 
Most of the districts saw the justice of the plan and | 
went along with the trustees. I) 
One recalcitrant was Gloucester. After attaining | 
a loss of $74,000, the trustees shut down the service | 
on June 20, 1920. 
jitneys followed. In December, 1920, the citizens of | 
Gloucester voted 4,492 to 1,101 in favor of bus operation 


rather than pay a 10-cent trolley fare and make up |} 


$20,000 of the deficit. As jitney operation proved 
unreliable, a regulatory ordinance was passed on Feb. 
6, 1921. The Gloucester Auto Bus Company had been 
organized in December, 1920, but it was not until May 
1, 1921, that this company secured a general monopoly 
of bus transportation in Gloucester and ehvirons. In 
1922 its city franchise was renewed for three years. 


gain, if-anything, in the switch from trolley to motor 
bus over the same routes?” Since the 10-cent fare was 
such a bone of contention, one would expect that the bus 
fares would be lower. Such is not the case. The 
minimum .adult fare is 10 cents cash or 12 rides 
for $1 net... On the other hand, the trustees have made 
such a good job in reorganization of the railway else- 
where that they are selling reduced-rate tickets giving 
from 13 to 20 rides for $1 in the different districts. 

No data are available as to whether the bus company 
is making money on its operations in the Gloucester 
city zone, but it has recently declared that it lost 
$4,850 or 6.38 cents a mile on a 20-cent route between 
Gloucester and Magnolia. Evidently the public is not 
feeling more kindly toward the bus company than | 
Gloucesterites felt toward the railway, for the attorney : 
for the bus company is quoted as saying: “It is | 
amusing when people say we have a monopoly, when 
in reality we have something in which we are losing 
money.” How familiar this sounds! Strange that the 
public should feel this way after five successive bus 
operators from 1910 onward had been unable to make — 
ends meet. The Magnolia run is to a summer com- 
munity, one that the railway never even tried to serve 
because of the sparse population, yet the public has 
been unwilling to support bus operation thereto at any 
fare, whether 50 cents or 20 cents. 

As to the financial benefits to the city of Gloucester, 

it may be noted that when the railway was operated 
the city secured substantial taxes including a charge 
for paving. What does the city get from the bus 
company? All of $10 a year per bus licensed and $1 a 
year per driver! 
. Bearing in mind what the trustees of the Hastern 
Massachusetts Street Railway-have done elsewhere in 
lowering fares, improving service, restoring track first 
abandoned and operating buses to supplement instead 
of supplant existing transit investment, it is fair to 
assume that if the public of Gloucester and vicinity had 
shown the confidence and’ patience that other districts 
manifested toward the public management the fares 
would.be less and tax revenue greater than it is. 


A number of private, unregulated | 


fi 


It is well to ask the question, “What did the public | 
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Fort Wayne Builds Modern Carhouse 


New Structure of the Indiana Service Corporation Cost $125,000 and Provides Convenient Inspection. 
Facilities and Wash Room—Second Floor Is Used for Offices and Recreation Rooms for 
_ Employees—The Final Development of the Property Will Include Repair 
Shops at a Total Cost of Half a Million Dollars 


Modern Inspection Shop and Wash Room of the Indiana Service C orporation, Built of Red Brick with White Limestone Trimmings 


shop has recently been completed by the Indiana 

Service Corporation, Fort Wayne, Ind. This 
building is the first of several which will be located 
adjacent to the power house on the Spy-Run property 
of that company. Buildings already on the property 
include the power house, maintenance-of-way shops, 
paint shop and the recently completed carhouse. In 
addition to the buildings, extensive trackage has been 
constructed for a storage yard. Further improvements 
will include a repair shop and such small buildings as 
-are necessary for the most efficient operation of the 
interurban and city lines. 

The car inspection shop occupies the main floor of a 
two-story building 252 ft. x 52 ft., the second floor of 
which is to be used for offices and recreational purposes. 
Adjacent to the north side of the main building, with 
a wall common to both, is a one-story wash house of 
the same length as the other but only 23 ft. wide. 
The construction of this one-story building is such 
that a second story may be added if requirements 
necessitate. The interiors of the buildings present a 
pleasing, well-lighted appearance, the side walls and posts 
being painted a dark green up to a height of 6 ft., 
above which the walls and ceiling are white. 

The main floor of the two-story building has three 
tracks, which extend the entire length. Each track has 
an inspection pit extending from within 15 ft. of one 
end of the building to within 15 ft. of the other. The 
floor on each side of the three tracks in the inspection 
Shop is 12 in. below the top of the rail. Ramps have 
been provided connecting with the normal floor level. 


; A WELL-LIGHTED and well-equipped car inspection 


ak. 


The ceiling is 16 ft. 6 in. above the floor and is sup- 
ported in the inspection shop by means of two rows 
of columns. 

The construction of the building is fireproof through- 
out and all steel work, with the exception of the second 
floor supporting columns, is incased in concrete. Side 
walls are of red brick on the outside with building 
brick inside. The pilasters of the two outside walls and 
the dividing wall between the inspection shop and wash 
room are spaced 22 ft. 10 in. apart and have a supporting 
steel column as an integral part of their construction. 
The second floor is carried on these steel columns and 
upon two rows of ‘“H” beams spaced 22 ft. 10 in. centers 
down the aisles between the tracks in the inspection 
shop. The span of 23 ft. in the wash room does not 
require any intermediate supporting columns. In the 
inspection shop the columns are 8-in. x 6-ft. 5-in., 23.5-lb. 
“H”’ section steel members and extend through the 
main floor to the sub-floor, 3 ft. 7 in. below. Here the 
columns have been set on individual foundations. The 
dividing wall between the two rooms is of the same 
construction as the outside walls and has a passageway 
6 ft. wide x 8 ft. high at each end of the wall, closed by 
means of a steel sliding door. 


HANDY ARRANGEMENT OF PITS 


One of the interesting features of the design is the 
construction of the main floor in the inspection shop. 
The pit construction is open. The main floor is rein- 
forced concrete, 7 in. thick, laid upon steel framework. 
The floor of the pit, which is also concrete, is continu- 
ous from the outside wall to the dividing wall with the 
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Cross Section of a Transverse Pit 


wash room. The reinforcement of the main floor is 
6-in., 123-lb. I-beams spaced 3 ft. 10 in. centers. These 
members are fastened to the 15-in., 46-lb. I-beam rail 
supports so that the lower edges of the two are flush. 
The 15-in. I-beams are the longitudinal members of 
the floor structure and form the sides of the pit opening. 
They are supported every 11 ft. 5 in. by a 6-in., 20-lb. 
“H’’-section column. The latter are set on individual 
concrete foundations similar to those which support the 
intermediate second floor supporting columns. The pit 
running rails are mounted on the top flange of the 15-in. 
I-beam: - This type of floor construction is sufficiently 
strong to accommodate the heaviest locomotive on the 
system. 

With this design of main floor construction, the floor 
of the pit is 3 ft. 7 in. below the main floor, while at 
the same time it is 4 ft. 7 in. below the top of the 
running rail. Two transverse pits connect the three 
longitudinal pits. One of the transverse pits has been 


Street 


located at the center of the building and the other near 
one end of the longitudinal pits. These pits have a 
floor level 3 ft. 9 in. below the floor of the longitudinal 
pit, thus providing a convenient passageway from one 
working pit to another. Concrete steps connect the 
main floor level with the longitudinal pits at the ends 
of the latter. Steps have been provided also between 
the longitudinal pits and the transverse pits, which are 


. at the lower-level.  - 


Each pit is provided with two drainage troughs, one 
on each side, directly under the edge of the I-beam. 
These drains connect with a catch basin located in 
the lower level cross pit. Thus there is little possibility 
of water collecting in the pits and hindering the work 
of the men. Drains have been provided also on the 
main floor level. 

The outside walls of the building have 40 per cent 
window space. The panes are clear glass set in “Fen- 
estra” standard side wall steel sash. Each bay has a 
16-ft..13-in. wide x 10-ft. 34-in. high section made up 
of 14-in. x 20-in. panes. This same construction is 
used on the north wall of the one story wash room. At 
both ends of the two rooms are swinging steel doors, 
manufactured by the Detroit Steel Products Company, 
with the upper two-thirds of the door area equipped 
with small panes of clear glass: These doors are 15 ft. 
16 in. high and each section is 3 ft. 6 in. wide, four 
sections constituting a single track opening. They are 
hand-operated and move very freely on a hanger at the 
top. This type of door has added materially to the con- 
venience of the inspection shop inasmuch as it admits 
considerable light at the ends of the building, even 
when closed. Ze 

At night illumination of the inspection shop and wash 
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Transverse Pits Connect the Longitudinal Pits. At the Left a Columbia Wheel Drop Is Shown at the End of One of These Transverse Pits 


room is accomplished by the use of 200-watt lamps set 
in dome reflectors mounted approximately 13 ft. above 
the floor level. In the inspection shop there are four 
rows of 11 lights each, one row being over each aisle 
adjacent to the tracks. In the wash room there are 
two rows of 11 lights each. This system of lighting 
produces an illumination of approximately 6 foot- 
candles on the floor level. In addition to the ceiling 
lighting the pits are illuminated by means of lamps, 
one in each bay, mounted on the underside of the 
I-beam rail support on one side of the pit. These 
lamps are of 23-watt capacity and are protected by 
means of wire cages. Adjacent to every third lamp 
is a receptacle for receiving a trouble lamp plug. These 
receptacles are of special design, having a spring cover. 

To expedite the work of changing wheels a Columbia 
wheel drop has been installed in one of the inspection 
pits at an end of one of the transverse pits. This 
hoist moves a 38-ft. section of track to a lower level 
where storage space for two pairs of wheels has been 
provided. No crane or hoists have been provided inas- 
much as it is to be used only for inspection purposes. 

Washing facilities for rapidly and efficiently clean- 
ing cars are provided in the wash room by numerous 
water outlets and adequate drains. Water conditions 
are such in Fort Wayne that it was necessary to pro- 
vide duplicate sets of piping in order to furnish both 
city water and river water. The city water is drawn 
from rock wells and is very hard. The close proximity 
of the river to the power house and carhouse made it 
exceptionally easy to provide soft river water for wash- 
ing purposes. It is planned to use the river water for 
the initial washing and the city water for rinsing pur- 
poses. Outlets for the hard city water and the soft 
river water are placed every 25 ft. on each of the 
wash rooms. Faucets have been provided with threads 
in order that a coupling may be made with hose or spé- 
cial washing devices. An auxiliary water supply, has 
also been provided which furnishes hot and cold spe- 
cially treated water in quantities sufficient for special 
washing purposes, requiring small quantities of water. 
This water is available at one end of the shop only. It 
was originally brought into the building for use in the 
shower baths and wash basins on the second floor but 
it was thought advisable to make the same type of 
water available in the wash room. } 

In the design of the building careful consideration 
was given to the heating facilities in order to provide 
a place to work which would be comfortable at all times 
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of the year. Close proximity to the power house per- 
mits the use of live steam through a reducing valve. 
The usual type of wall-supported radiators are located 
under the windows both in the main inspection shop 
and in the wash room. The radiators in the inspection 
shop have a heating surface of 1,800 sq.ft., while those 
installed in the wash house have a heating surface of 
0) (Sasi : 

An unusual feature of the heating arrangements is 
the additional heating area provided by radiators 
located under the floor in the inspection shop. These 
are ceiling type radiators, placed on each side of each 
inspection pit. This auxiliary system has a total of 
1,080 sq.ft. for radiation and may be turned on in sec- 
tions for each track whenever occasion demands. This 
permits warm air to circulate directly from the pit 
against the under rigging and floor of the car. With 
this heating system in operation, it is hoped that the 
men will be able to work on the brakes and motors 
of the cars in the winter time, almost immediately 
after the car is placed in the shop. Warm air being 
drawn up and around the car will help to melt off the 
ice and snow accumulated on the car during the winter 
months. The entire heating system is operated at a 
pressure of approximately 2 lb. per square inch and 
maintains a temperature within the building of 70 deg. 
F. when the outside temperature is zero. 

On the second floor of the building are to be found 
the offices of the transportation department and recrea- 
tional rooms for the use of the company’s employees. 
The stairway opens into a lobby on the second floor, 
from which open offices, shower rooms, locker rooms and 


The Interior of the Inspection Shop Is Well Lighted, 40 per Cent 
of the Wall Area Being of Clear Glass 
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toilet rooms. A hallway connects this lobby with recrea- 
tional rooms located at the center and at the far end of 
the floor. Directly at the end of the hall is a room with 
space for three billiard tables and four bowling alleys. 
Beyond this is located an auditorium with a stage and 
dressing room at the far end. The doors and interior 
trim of the second floor are of steel, furnished by the 
Variety Manufacturing Company. 

The appointments of the shower, locker and toilet 
‘rooms are the best. The floor in the shower and toilet 
rooms is raised 6 in. 
and is covered with 
white tile.. The floor 
construction is of 
6-in. sheared I-beam, 
reinforced concrete, 
covered with a Ter- 
razzo surface. How- 
ever, in the audito- 
rium a hard maple 
flooring has been 
laid. The roof is 
supported on truss 
spans, 52 ft. long, 
with a sheared 
I-beam reinforced concrete roof, upon which is placed 
5-ply felt, pitch and gravel. 

The building is of simple design, with nothing fancy 
about either the exterior or interior. The details of 
the building were laid out by the engineering depart- 
ment of the Indiana Service Corporation. All of the 
construction work was done by the company with the 
exception of the heating and plumbing systems, for 
which contracts were let to outsiders. The total cost of 
the building is $125,000, while the entire Spy-Run 
plan will ultimately involve an expenditure of $500,000 
when completed. 


Trouble Cord Receptacles of this Type 
Are Located 45 Ft. Apart 
Along the Pits 


Underground Garage One Way Out 


N UNDERGROUND garage in Grant Park, on 
Chicago’s downtown lake front, housing 3,000 auto- 
mobiles, is the latest plan of various clubs and business 
organizations to help in relieving the city’s traffic con- 
gestion. 

It is particularly designed to further the projected 
plan of the Mayor’s safety commission, whereby all 
parking on downtown and car-line streets is to be 
abolished. The garage is to be the answer to the ques- 
tion: If we can’t park our cars on the street, where can 
we put them? 

The garage is to be sunk below the surface of the 
earth a distance of about 6 ft. It is to be constructed 
in units, each unit capable of holding 306 cars, accord- 
ing to a plan that already has the tentative. approval of 


. a committee. 


Permission of the board of directors of the South 
Park commission to erect the garage must first be 
obtained, but in preliminary conferences, the directors 
have signified their willingness to permit the construc- 
tion of such a garage as will meet with the approval of 
their engineers and which can be constructed without 
the aid of park funds. 

One Chicago motor club has already signified its will- 
ingness to underwrite a bond issue of $1,000,000 for the 
first unit of the garage. In accordance with this plan, 
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after the garage has paid for itself out of the fees col- 
lected each day from the motorists who park their cars | 
it will be turned over to the park authorities. 


Traffic Signal Designed to Stand 


Between Tracks 


N AUTOMATICALLY operated traffic control sig- | 

nal, so designed that it can be placed between the | 
tracks of the street railway without interference to — 
the passage of cars, was recently installed in Minne- E 
apolis. It consists of a slender square post mounted on 
a cast-steel ball. The post bears the customary words 
“go” and “stop” cut through the metal of the sides. 
The openings are covered by glass so that the flashing 
on and off of the lights inside of the post illuminates 
the words in different colors. 

The steel ball at the bottom of the post fits into a 
steel plate flush with the pavement. 
plate there is an arrangement of springs to hold the 
post in a vertical position. These springs are flexible 
enough, however, so that the post yields if struck by 
a passing vehicle. Mechanism controlling the signal 


The Dimensions of This Traffic Signal Permit Placing It Bétween 
the Tracks at Street Intersections 


is housed in a steel cabinet at the curb, and the working 
parts are unaffected when the post is struck. 

Two advantages are claimed for this signal. In 
the first place it is superior to a signal located at the 
curb or one suspended overhead from span wires, 
because it is more likely to be seen by drivers of 
vehicles. In the second place if a vehicle accidentally 
runs into it no serious damage is done either to the 
vehicle or to the signal, whereas collisions with steel 
or concrete posts are likely to be disastrous. 

The Twin City Rapid Transit Company considers 
that this traffic signal is superior from a street rail- 
way standpoint to any of the others that have been 
placed at various points throughout the city of Minne- 
apolis. Although the clearance between cars is approxi- 
mately 10 in., no difficulty ‘is experienced in operating 
where these signals have been installed. The signal is 
manufactured by the Griswold Safety Signal Company, 
Minneapolis, Minn. 


Underneath this 
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Municipal Buses Waiting for Passengers at Chambers Street Ferry, 


Lower New York 


Coach and Bus Operation in New York 


The Fifth Avenue Coach Company and the Municipal Buses 
Give Quite Different Kinds of Service—Statistics of Each 
Are Compared with Those of Surface Lines in New York 


By John A. Beeler 


Director the Beeler Organization, Public Utility Consultants, 
New York 


OST readers of this paper are acquainted with 

the transportation service supplied in New York 

by the Fifth Avenue Coach Company, but as large 
a number may not be familiar with the routes and 
service of the municipal buses in New York City. 
Nevertheless the number of passengers carried by the 
latter annually approximates if it does not exceed in 
number those carried by the Fifth Avenue Coach Com- 
pany. A review of the bus situation in Manhattan and 
Bronx boroughs follows: 


FIFTH AVENUE COACH COMPANY 


The Fifth Avenue Coach Company is a privately 
owned concern controlled by the New York Transporta- 
tion Company, which, until recently, was a subsidiary 
of the Interborough Rapid Transit Company. In com- 
mon with all privately owned public utilities, it renders 
periodical statements to the Transit Commission so that 
reliable information regarding its operations is avail- 
able. 

The company operates 10 routes in Manhattan and 
the Bronx, as shown in the accompanying map. The 
streets used, like Fifth Avenue and Riverside Drive, are 
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generally wide and well paved. A 10-cent fare is 
charged, with free transfers good at designated loca- 
tions, such as short line points and points of divergence. 

Most of the coaches are of the double-deck type with 
the upper deck open and are operated with two men 
on a coach. A few of the coaches have the upper deck 
inclosed. The double-deck coaches seat about 48 pas- 
sengers. The company also operates a few inclosed, 
single-deck, one-man coaches. A total of 293 coaches 
are scheduled for daily service, about 60 per cent of 
them being scheduled in the base service. The base 
headway on most of the lines is 10 minutes. This 
results in about a 30-second headway on lower Fifth 
Avenue in the normal hours. In the rush hours the 
combined headway in this section is less than 20 
seconds. 

The company’s 1928 balance sheet shows that at that 
time it had an investment in operating equipment, in- 
cluding real estate, of $3,611,621 and total assets of 
$6,875,941. Included in its outside investments are 
$2,568,168 in United States government securities. As 
the capital stock of the Fifth Avenue Coach Company 
is the nominal amount of $50,000, the company’s sur- 
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plus account in the 1923 balance sheet was $5,816,780. 
A condensed summary of operations for the years 1922 
and 1923 showing the revenue, operating deductions and 
net income of the Fifth Avenue Coach Company is 
presented in Table I. 

Comparative operating statistics for the past four 
years, as set forth in Table II, show that the total 
revenues, bus-m:les and revenue per bus-mile are climb- 
ing steadily: The speed also is better than it.was four 
years ago, and the operating ratio is declining steadily. 
It will also be noted that the net earrings, after all 
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charges available for interest, have increased. from 9.3 
cents to 12.69 cents, or 36 per cent in four years... The 
company. charges off 10.40 cents per> -bus-mile to- ‘cover | 
the cost of maintenance and depreciation of: equipment. 
In round figures during 1923, 18 per*cent of the rev- 
enue went to maintenance and- depreciation, 43.5 per 
cent to transportation costs, 7:per cent to general and 
miscellaneous including damages, 10 per cent to taxes, 
and the remaining 21.5 per cent to net income. 

General operating features for 1922 and 1923 hase 
been grouped in Table III. The company carried dur- 


TABLE I—FIFTH AVENUE COACH COMPANY—SYNOPSIS FROM 
ANNUAL REPORTS 


Cents per 
Bus-Mile 
1923 1922 1923 5° 1922 
Revenue: 
PHSSONREN 7s. cee ee Raia ates $5,597,411 $5,284,013 55.86 54.57 
Chartered oar...) sanect esse ea 12,326 11,451 a ikz mh 
Advertising. «Sas Goce Gore aan tele 100,820 94. 851 1.01 .98 
MisdellaneOus scsi n arene ater eo eae oe roe nse OB) 2 OM aaiee: 
"Potaly cece whew soc «eee ee $5,710,557 $5,390,414 56.99 55.67 
Non-operating (NE). vances se aie 126,639 98,696 1:26 1.02 
‘Totalrevenuesfaus. cu. Saale eter $5,837,196 $5,489,110 58.25 56.69 
Deductions: 
Operating expenses: 
Maintenance (a). . $1,045,937 $888,874 10.44 9.18 
Transportation. wecensea. 29929,292 2,406,959 25224 1 24-86 
Injuries and damages 0). POR Aer 199,781 206,523 oo 21S 
Miscellaneous. . soniee. Catz ee 203,891 208,395 2.04 2.15 
Totalioperating )5. (i ci ii nee ne eee $3, 710;751 3927138732 
TAXES [s qoelen cosa tern ci sae oer 586,223 610,358 5.85 6.31 
‘Total deductions) —..ct scat smear $4,565,044 $4,32 321,109 45.56 44.63 
Net. InCome; gu pode ase alte ees $1,272,152 $1,168, 001 12.69 12.06 
Dividends. ci. sepsis ea eee 320,000 SoS a: 
Surplus... Sen ric opp en teens $952,152 $1,168,001 9.50 12.06 


(a) The company charges off 10.40 cents per bus-mile for maintenance, includ- 
ang depreciation. Depreciation of tires is based on ‘ bus-tire mileage’ at the 
guaranteed cost per mile. 

(b) Reserve fund for payment of injuries and damages accrued at rate of I} 
cents per bus-mile. 


‘TABLE II—FIFTH AVENUBE COACH COMPANY OPERATING AND 
FINANCIAL STATISTICS 


TABLE III—FIFTH AVENUR COACH COMPANY, MISCELLANEOUS 


STATISTICS 
Buses: 1923 1922 
Revenuey .)..c.ncs seas aiepon le nated elenenind eae eames 293 296 
Non-revenue 2 Rshaulgra, x « ore ty ean ee area Sn 68 74 
Totali.c ee cee eee Ne etc he ernest 361 370 
Revenue Bus-Hours: 
Active‘and idle. icc «cack ets t 2 ee eee ae 1,221,567 = 1,177,463 
Private hite’. 2c tate cette «chee a eee rea 2,926 2,633 
Total®: te. et eeiacotinn eae etteee 1,224,493 1,180,096 
Revenue Bus-Miles: 
Activia. >1eihoches ten bir Doe oe 2 ona eR eee are roars 9,840,557 9,472,327 
Idler. ataaeneee one eer n eee eee ee 166,745 199,735 9 
Private Bire, pare eee as ont Sek 4A ey eR eT 12,503 11,438) 
Total: :\Ganes oboe R eee ke 10,019,805 9,683,500 
Bus-miles per-hus-hour. 7.0... ce dee ; 8 17 8.21 
‘Passengers Carried av., ce otis, aoe eee Oo ee 55,974,110 52,840,135 
Traxsfers:collectedaaloo i. rincah Ohno lone a 3,450,608 2,732,608 
Employees: 
Drivers. 5.2 .)oee nee ale re east cat ane en ee 451 434 
Condhetorain i ime sive nats ne at ae ne eee ence ae 444 453 
Others....c..cu.dabeiaeserinen ke arte a oe ee 611 520 
Totals 2.2.5.) .potra nal aleelp, <A eoo ate sehen Gate eee 1,506 1,407 
Total wages.and salaries -¥53)2 04 ass 2 eich LA $2,787,952 $2,616,894 
Accidents: 
Persons killed. . 6 
Serious injuries. 15 19 
Minor injuries . . 955 762 


TABLE IV—MUNICIPAL BUS LINES—NEW YORK CITY 
DATA FROM DEPARTMENT OF PLANT AND STRUCTURES 


1920 1921 1922 1923 (Number of passengers carried is based on estimates) 

Totalrevenue............... $4,353,920 $5,198,936 $5,489,111. $5,837,196 Daily 
Rate of fareincents.......... 10 1 10 : Route Miles Buses Passengers 
gwen: W246 See sate cays ae 8,796,195 9,683,500 9,683,500 10,019,805 Delancey and Spring Street.............. ...0.05 2.09 40 40,000 - 
‘Speed in miles per hour. .... (heh)5) 8.15 8.21 8.17 Avenue C —Desbrosses Street Ferry.............. 2.41 12 15,000 
Total revenue per bus-mile, in Madison and Chambers Streets................... rae VG 38 50,000 

cents. 49.50 56.56 56.69 58.25 86th Streets ..154 Sard oka wert caied are eee LR eee 2.26 26 25,000 
Total operating ‘deductions per 96th Street... 2205 ine genntanvrses ee evo ede ane Cen UP 20 18,000 

bus-mile, incents..... .. 40.20 44.68 44.63 45.56 79th Street... qoc5 eos ak eee NS ee ee 2.32 20 20,000 
Net earnings per bus-mile, in Pennsylvania and Grand a Stations. . Ae 2.36 *5 + 5,000 

cents S007, ase n eanion 9.30 11.88 12.06 12.69 Jerome Avenue, uciceaies een Sa ee 7.42 15 15,000 
Ratio, operating deductions to Prospect Avenue an aad eet ke eee 3.41 22 18,000 

total revenue, per cent. 81.2 79.0 78.8 78.3 Fort Schuylets joan ices ei ehee eo Uo eae ees 4.07 8 6,000 
Available for ‘interest fr rom —— See 

each dollar of revenue, in : ‘ 30.48 206 212,000 

CORES. 5 sisinele So linmiatecoree fee 18.8 21.0 ba yd * Estimated. 

TABLE V—NEW YORK CITY (MANHATTAN AND BRONX) STREET RAILWAY OPERATION 
New York Eighth Ninth 
New York & Harlem Avenue Avenue Total or 
Railways Railroad Railroad Railroad Average 

Revenue passengers 175,577,130 29,859,051 23,540,476 9,991,964 238,968,621 
‘Transfer passengers. . 3,669,408 2,107,008 0 20,767 797, 
Passenger revenue. $8,424,518 $1,492,953 $1,177,009 $498,177 $11,592,657 
Rate of fare, cents. . 5.00 5.00 5.00 5.00 5.09 
Receipts per revenue passenger, centS. ... 0.0... 0c eee ee cece eee ences 4.80 5.00 - 5.00 4.99 4.85 
Receipts per passenger, Cents.) 0), sso sen sss ciciea sels cr ee cerencteee oe eto 4.70 4.68 5.00 4.97 4.73 
‘Car-miles'operated |): i hc.s5. 01. ce peaeee on nee eek ee ee hae eee 11,990,169 2,763,141 2,879,558 1,474,080 19,106,948 
‘Car-hours operated. osc. vada sundae Sipe atiecks Dare vTeehs eee ne ee 1,799,478 383,787 382,896 212,145 2,778,306 
Average car-mileés per hour'(@): 00. < 005 cine os tne aitey oe ae een ee 6.67 Du2l 7252 6.95 6.90 
Receipts pericaremile; cents vis sane ccsiciaet encid.n(c oh eieeie eee 1725 53.9 40.9 33.8 60. 
Receipts per car-hour...... $5.17 $3.89 $3.07 $2.34 $4.1 
Operating ratio in per cent. . 88.3 85.5 102.0 102.0 96.8 
Expenses per car-mile, cents 68.3 46.1 41.7 34.5 58.8 
Itxpenses per ¢ar-hour 13... 2.5 ines a neetes oases aa ee ee $4.56 $3.33 $3.13 $2.39 $4.05 
Revenue passengers per car-mile 14:67 10.80 8.17 6.78 12.50 
Active carsiin daily setviceiacc seaad-aecaic eee tenn ener 492 80 6 . 31 665 
Miles per car per annum (b)/a.ccme seen os ee 24,350 37,300 46,400 47,600 28,800 
Miles‘ per:car per/day (6))....¢:.:... seagiee ahi oan ae teint ee eae 66. 10 12 13 79 
Average seats Per. Car she age oo :cehie lero atta oe ue arent tide Te 43.5 40.8 32.0 36.0 40.6 
Seat-miles per anmnura’.. << .....c sjccitis oteideseeaiele ese cis okt reel Meee nee ep 521,491,731 111,181,756 92,145,856 53,066,880 777,886,223 
Man-hours per 1,000'seat-milesy. 5 2.gasces see tenis 2 pipet ee eee 6.79 5.87 7.48 4.00 6.60 
Investment (c): 

Mi) | Re oer nN an harem omc diver che Meta ee sie ooo $35,100, tes $3,695,499 $3,910,766 $2,373, oy) $45, ae 

Per dollar of revenuescsiyiz acter sited a viaracnten sis Sea ee eae Oe ee t $4. $2.47 $3932 $4. $3.8 

Per J,000.seat-miles o 292 sic: «sic.chee sar arose iets motel en eae $67. 40 $33.20 $42.50 $44. b0 $58. 50 

Per 1,000 revenue passengerss gin onc ose coenemco een meee $200.00 ~ $127.00 $166.00 $237.00 ij 50 
Taxes, per cent of passenger revenue............00cceeecveccesteeseet 10.25 6.80 8.04 11.20 9.30 


(a) Obtained by dividing the total car-miles by the total car-hours. 
(c) Value determined by the New York Transit Commission as of June 30, 1921. 


(b) Obtained by dividing the total car-miles by the number of active cars in daily service- 
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TABLE VI—COMPARISON OF FIFTH AVENUE COACH AND 
MUNICIPAL BUS OPERATION, MANHATTAN 
AND BRONX 
Fifth 
Avenue 
Coach Municipal 
Company Buses 
(a) (6) 
Revenue passengers RA NY ROE «sare ihn BOR STF 55,974,110 70,000,000 
Wyransler PASKERRETS <2 «sensor he Tes 3,669,408 0 
Passenger Tevenue. & sy qaaae le SE ee A ee $5,597,411 $3,500,000 
Mateoiftare*centaet..% ny ates wae Wine ar ue lean 10.00 5.00 
Receipts per revenue passenger, cents. 10.00 5.00 
Receipts per passenger, cents............-...2..... 9.43 5.00 
Minlestoperateda ae matin nea Sent os eee 9,840,557 9,022,500 
Hours OPELALEM sar: (7s duckie nn aMeyaawses Wilh estes 1,221,567 1,203,000 
Average miles perhour..-. cart ye laee Sa eo 8.05 7.50 
Receipts per bus-mile, cents. ..........0.000ceuveee 55. 86 38.80 
ved ; Receipts per busshotry Gs sah Soe ke el $4.58 $2.91 
A Typical Municipal Bus in New York Operating ratio in per cent. oeF. 2 os ek de ee ee 71.0 86.1 
Reapence per Nees ue, CONES Ty. oula Attn d a heen 39.71 33.40 
3 mpense per bUs-hOur. Gc oo ey wl ne ON ee $3.19 $2.50 
ing 1923 about 60,000,000 passengers, more than 94 per Revenue passengers Genus milous | apa ee enn 5.69 7.76 
cent .of whom were revenue passengers. The average Miles per bus berganum Laie yee sage e 33,600 43,800 
' ; ‘ WKES PET DUS HEPA Vacances epi crane utenene aaeeaeeee 66.8 120 
speed for the year 1923 was 8.17 m.p.h., which is about 0S eens ste aera ees ig ae 34 
the same as for the two years preceding... Seat-miles periannums + hc. bse ck ae 477,000,000 218,000,000 
: Man-hours per 1,000 seat-miles.................... DpevA 
- Investment: 
MUNICIPAL BUS ROUTES PRGEANS Sine ee Sa hee ee ee me a ea $3,612,000 $2,500,000 
: eri O00 seat=mpiles <a eat ee nee ae $7.60 $11.48 
The municipal bus routes are lines operated under ae 1,000 revenue: paseengers carried. see net 
the direction of the Department of Plant and Struc- Taxes, per cent of passengerrevenue...............- ORES Sear eae ty 


tures, City of New York. But little operating and prac- 
tically no financial data relative to the operation of 
these buses are available. The routes of the buses are 
shown on the map, and a statement of the routes oper- 
ated, together with their length, the number of buses 


operated, and an estimate of the number of passengers 


carried daily is*given in Table IV. This information is 
based on data obtained from the Department of Plant 
and Structures, where the statement was made that if 
a bus did not return $40 per day it was withdrawn 
from service. f 

All of these municipal buses operate ona 5-cent fare. 
The present routing eliminates the transfer question. 
The buses are of the single-deck inclosed type. They 
have longitudinal seats accommodating about 20 pas- 
sengers. Standing is permitted, while on the Fifth 
Avenue buses passengers are accepted only when seats 
are available. 

The owners of the buses operated over the municipal 
routes are individuals who as a rule are also the oper- 
ators of these buses for at least a part of the day. 


These operators are not obliged to file reports with any 


s —_ ABN mm 


A Fifth Avenue Bus on Riverside Drive 


(a) Based on annual reports. 
(¢) All operating data are estimated. 


municipal or other board of the number of passengers 
carried by thcm or of their expenses, and there is con- 
sequently no public accounting for fares. Based on the 
meager information available and on observation, a lib- 
eral estimate of the business done by these municipal 
buses would be that they are carrying about 70,000,000 
passengers annually. On this basis the annual gross 
receipts would be $3,500,000. Observations made indi- 
cate that the buses are making about 7.5 m.p.h. With 
the gross receipts assumed, this would make their re- 
ceipts 38.8 cents per bus-mile. A fair estimate of their 
expenses would be 33.4 cents. This would give them an 
operating ratio of 86.1 per cent. 


COMPARATIVE STATISTICS 


A summary of the operating and financial informa- 
tion for the municipal buses and Fifth Avenue Coach 
System is presented in Table VI. It shows that all the 
buses in Manhattan and the Bronx are carrying 125,- 
000,000 revenue passengers annually and have receipts 
of $9,000,000. The passengers carried represent about 
8 per cent of the total passengers carried in New 
York City. 

Similar statistics for the street car companies oper-- 
ating in Manhattan and the Bronx, exclusive of the- 
Third Avenue System and the Second Avenue Railroad 
are presented in Table V. These companies are omitted 
from this table for the reason that those shown serve 
more nearly the same territory as the buses. The sa- 
lient operating and financial figures of the three are 
presented in comparative form in Table VII. 


TABLE VII—SUMMARIZED COMPARISON OF DATA, NEW YORK 
SURFACE TRANSPORTATION SYSTEMS 


Fifth 

Avenue Surface 

Coach Municipal — Street 

Company Buses Railways 

MALOOLLALe, COLUB irre ac: «we aes aegis ee 10 5 5 
Average miles per hour.................0.5. 8.05 7.50 6.90 
Receipts per mile, cents... 2c... ee ee 55.86 38.80 60.60 
Operating expenses per car-mile, cents........ Boy A 33.40 58. 80 
@perating ratio jr o. cise siete ee ee 71.0 86.1 96.8 
Taxes, per cent of revenue. 10.5 ee 9.3 
Revenue passengers per mile. . 5.69 7.76 12.50 
Seat-miles per revenue passenger. 8.54 SA 3.26 
Investment per dollar of revenue, $0.65 $0.72 $3.89 
Investment per 1,000 seat-miles. orn Ne $7.60 $11.40 $58.00 
Investment per 1,000 revenue passengers. Foe $64.80 $35.80 $188.50» 
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The cost of operations for the surface street railways 
is considerably higher than normal on account of depre- 
ciation charges, largely brought about through deferred 
maintenance. The municipal buses apparently have no 
overhead charges, are virtually tax free, and operate 
only where each bus is assured of at least $40 per day. 
The railways do not have these advantages. 

In Manhattan the railways are required to use the 
underground conduit type of electric railway construc- 
tion, which is by far the most expensive type of street 
railway construction. The unit investment of the rail- 
ways is from three to six times that of the bus or coach. 
The railway is required to construct its own substantial 
roadway of steel and concrete, and to improve it with 
city paving. In the case of the bus and coach the road- 
bed and paving are furnished by the city at public 
expense. With the cost of this included under each of 
the other headings, the difference in investment, will be 
not nearly as great. 


Bonus System Reduces 


Accidents 


Nashville Railway & Light Company Has 25 per Cent 
Fewer Accidents Since Adoption of Plan Whereby 
Trainmen Profit by Accident Reduction 


BONUS system for trainmen, inaugurated by the 

Nashville Railway & Light Company on Jan. 1, 
1923, in connection with the safety work of the com- 
pany, has resulted in a gratifying reduction in the 
number of accidents. The report for the first six 
months of 1924 shows a decrease in the number 
of accidents due to negligence on the part of the rail- 
way, from 319 to 245, approximately 25 per cent. 

For the purposes of this work the company has 
divided the calendar year into three contest periods. 
The first and second of these are of four months each, 
but the last is .a three-month period, ending Nov.- 30, 
‘so that the bonus can be distributed to employees before 
‘Christmas. A fund of $1,500 is set up by the company 
aS a base amount at the beginning of each contest. 
For every accident less than the number occurring 
during the same period the previous year $20 is added 
to this fund. If there are more accidents than during 
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the corresponding period of the previous year, $20 
deducted from the fund for each such accideiit. { 

Trainmen. partieipating inthe contest are divided — 
into two classes; first, motormen, operators and con- 
ductors who act as motormen most of the time; second, 
men who work only as conductors. Three-quarters of 
the bonus goes to trainmen in the first class, and one- 
quarter to those in the second class. 


is 
y 


as many as 750 hours during the four-month period. 
Conductors who have had one accident and motormen 


No trainman is — 
included in either class, however, unless he has worked 


, 


who have had three or more accidents do not participate | 


in the bonus. Distribution is made in the proportion 
of 10:5:3 to those who have had none, one or two 
accidents during the four months. 

Under the conditions of the contest certain classes 
of accidents must be reported but do not count against 
trainmen. These are collisions between automobiles or 
other vehicles near a street car, which are reported 
merely as a matter of protection to the company. 
Similar reports are made when the rear end of a car 
on straight track is run into by any vehicle, when pas- 
sengers are sick on the cars, or when clothing is dam- 
aged by some defect. Any claim which may be filed 
and for which no report has been made by the crew is — 
considered a blind claim, and counts double against the 
trainmen failing to make such a report. A double 
deduction is made in such a case from the bonus fund. 

As a result of the inauguration of this system the 
average daily number of accidents was reduced from 
4.8, in 1922, to 3.8 for 1923. This reduction has been 
made in spite of a constantly increasing number of 
automobiles registered in the county. Gratifying re- 
sults continue to be obtained. The record for the month 
of June, 1924, and for the first six months of the 
year are shown in the following table: 


June, 1924 Year to Date — 
Notal<(aceidents ih. crketarctens eee air eee eet 
Car-miles operated 
Car-miles per total accident............. 4,702 


94 
siur staslen a: Waaiie, wider eam ae 441,949 


632 
2,668,761 
4,223 


Chargeable: accidentis. 3) fai. ae wey. esters o 39 216 
Car-miles per chargeable accident........ 11,332 12,355 


For the first six months of 1923 there were 683 
accidents as against 632 this year. Of these only 245 
were chargeable this year as compared with 319 last 


year. ~ 


ally average’ 


| 


Daily 


average-" 


Four-Year Accident Record of Nashville Railway & Light Company 
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' Luxurious Cars for Interurban Service 


Parlor Car and Coach Built by the Milwaukee Electric Railway & Light Company Have 
Many Features Typical of Steam Railroad Practice — Semi-Observation Front 
and Inclosed Observation Platform at the Rear Are Provided—Leather- 
Upholstered Deep-Cushioned Seats Are Used in the Coach 


Attractive New Interurban Car of the Milwaukee Electric Railway & Light Company, Painted Pullman Green 
Below the Letterboard and Chrome Yellow Above 


WO cars recently completed at the Cold Spring 

shops of the Milwaukee Electric Railway & Light 

Company are the first of several of a new type 
of luxurious equipment which will be placed in service 
on the interurban lines of this company. Both cars 
are examples of modern car building, containing fea- 
tures which have not been incorporated heretofore in 
electric railway rolling stock. One is a parlor car 
haying observation facilities at both ends. The other 
is a coach, with an interior finish as fine as that of 
the parlor car, and having deep-cushioned, non-revers- 
ible cross-seats with leather, upholstered backs, cushions 
and open-frame arms. 

The parlor car has the same type of sub-frame as 
the standard interurban cars of this company. Baldwin 
electric motor passenger car trucks of 7-ft. wheelbase 
having triple elliptic springs, Westinghouse type 
548-C-7 field control motors, and new.,.Westinghouse 
schedule A.M.M. combined automatic and straight air- 
brake equipment are provided. 

In this car a smoking compartment is separated from 
the main portion of the car by a small section which 
contains the toilet and a hot water heater. The ar- 
rangement of this apparatus and the utilization of every 
inch of available space for accessories are noteworthy. 
At one end of this dividing section is a partition ex- 
tending almost across the car. At the other end a 
partition with a swinging door at the center separates 
it from the smoking compartment. These two parti- 


tions are approximately 5 ft. apart. A lavatory occu- 
pies the space adjacent to the main compartment par- 
tition, and a Peter Smith heater takes up the remaining 
space on the same side. The heater is inclosed by 
double doors with shutter strips. In the corner directly 
opposite the heater is a luggage rack. 

By this method the smoking compartment is effec- 
tively separated from the rest of the car. The finish 
and appointments resemble those found in Pullman 
cars. Turned posts are used at the end of the dividing 
partition and at the corner of the luggage rack. The 
door to the lavatory has been placed at an angle, while 
the paneling adjacent to the door has been so placed 
as to create an effect similar to that of curved steel 
paneling in Pullman cars. 

Appointments in the lavatory are of the latest de- 
sign. The toilet is of the wet hopper type and a wash 
basin in the corner is of nickeled steel. Water for 
the toilet and wash bowl is stored in a tank which 
occupies space under the roof above the dividing sec- 
tion. The tank, which carries water sufficient for a 
day, is filled from the outside. The swinging door lead- 
ing into the smoking compartment has a window of 
leaded glass worked into an artistic design. The lug- 
gage carrier consists of three shelves spaced with ample 
room for 12 suitcases of the ordinary size. Nickel- 
plated strips have been piaced on the wall panels ad- 
jacent to the luggage rack in order to protect the finish. 

With the Peter Smith heater located at the center 
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of the car, it was 
necessary to de- 
vise some means 
of getting coal 
into the heater 
and removing 
the ashes, with- 
out tracking up 
the car. To ac- 
complish this, 
the space imme- 
diately above the 
heater compart- 
ment was made 
into a coal bin 
with a trapdoor 
in the roof by 
which to fill the 
bin. A chute 
which may be 
swung back out 
of the way con- 
nects this bin aes 
with the opening in the top of the stove. By means of a 
grate type damper, it is possible to shake out as much 
coal as is desired. The device was worked out in the 
shops and is made up of sheet iron of sufficient thickness 
to withstand the impact of pouring the coal. _ 

Ashes are removed by. opening a slide in the floor 
of the car directly below the grate of the heater. This 
opening in the floor is above a receptacle hung from 
the framework of the:car, which contains a flat ashpan. 
With this arrangement, it is possible for the conductor 
to fire the heater and remove the ashes without soiling 
his hands or causing coal or ash dust to be spread 
throughout the car. The stove and all of its fittings 
in the heater compartment are painted with aluminum 
paint. 

The roof is of the monitor deck type with an empire 
ceiling. Red mahogany finish and the white enameled 
ceiling with red mahogany paneling strips and venti- 
lator sash give the interior a pleasing appearance. The 
hardware throughout has dull nickeled bronze finish. 
The carpet in the main -section is the conventional 
Pullman design and green color. Twenty-four wicker 
chairs upholstered in brown leather line the two sides 


Coal for the Peter Smith Hot Water Heater 
Is Stored in a Bin Above the Heater. A 
Damper and Chute Provide a Means of 
Refueling the Stove. Ashes Are Dropped 
Through a Hole in the Floor of the Car 
= Into a Pan Suspended Below ‘ 


Wicker Chairs with Brown Leather Upholstering Are Used in the 


Main Compartment of the Parlor Car. The Interior 
Finish Is Highly Polished Red Mahogany 
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of the main compartment of the car. A small settee 
of the same construction with accommodations for two | 
has been placed at the forward end of the compartment — 
directly under the large oval mirror in the partition. | 
The smoking compartment contains four of the same |} 
type of individual chairs and also two compartments, 
one on each side of the car, with leather-upholstered 
facing seats. A table has been mounted between each | 
pair of seats, in order to provide facilities for card | 
playing. 
As the motorman’s cab occupies only one side of the 
front end, it has been possible by including part of the 
front vestibule in the smoking compartment to obtain 
an observation front end. It is the custom for pas- 
sengers in the smoking compartment to move the in- 
dividual chairs into such a position that the view for- 
ward can be appreciated. 
At the rear of the car, the platform has been par- 
titioned off by means of long glass windows and a long 
glass paneled door. The step well has been inclosed | 
by means of a trapdoor. Suitable folding chairs have 
been placed in this space, providing an inclosed obser- | 
vation platform, which is comfortable during all sea- 
sons of the year. This car is run as a single unit on © 
the Watertown line of the company, a charge of 25 
cents in excess of the regular fare being made. i 


CoAcH HAS UNIQUE FEATURES 


In the coach, which was built upon the same type 
of sub-frame as the parlor car, the same interior finish 
is used as in the parlor car, but-the separation between 
the smoking compartment and the rest of the car is | 
accomplished by means of a glass paneled partition — 
with swinging door. The vestibule at the forward end 
has been incorporated in the smoking compartment in 
a manner similar to that on the parlor car. The toilet. 
and heater compartments have been located at the rear, 
however, the latter being on the rear platform. The 
outstanding feature of this car is the 23 heavily up-— 
holstered, deep-cushioned, non-reversible seats which 
have been spaced at an average of 39-in. centers op- 
posite the windows on each side of the car. As will be 
seen in an accompanying illustration, the seats have 
upholstered open-frame arms at both the aisle and 
window ends. They were manufactured by the Hale & 
Kilburn Company and are completely covered with 


Heavily Upholstered, Low-Back, Deep-Cushioned Seats Are Used 
Throughout the De Luxe Coach. Beyond the Partition 
Is the Smoking Compartment 


ugust 9, 1924 
dark brown “Zapon” leather. These seats have rela- 
tively low backs, but because of the heavy upholstering 
they are very comfortable. A rubber mat extends the 
full length of the car, being divided into two sections 
at the partition between the smoking compartment and 
the main section of the car. Parcel racks of dull 


nickeled bronze finish are made up in sections approxi- 
qaately 4 ft. long, and are mounted above the single 
sash window. 

In this car as well as the parlor car, the upper sash 
has been eliminated, resulting in a wide letterboard 
on the outside and an imposing mahogany panel on the 
As a substitute for the customary window 


inside. 


The Inclosed Rear Vestibule Provides an Observation Platform 
Sheltered from Wind and Rain 


guards on the outside, both of these cars have been 
provided with heavy copper screens. These are made 
in individual sections to fit each window, and are 
arranged so that they may be removed and replaced 
with storm sash during the winter months. 

On each side of the bulkhead partition between the 
two compartments of the car has been mounted a 10-in. 
non-oscillating electric fan. The lighting fixtures in 
both cars consist of transparent bowl shades suspended 
by nickeled bronze fixtures. Each bowl contains a 200- 
watt, 50-volt lamp operating in series with four others 
connected to a low-voltage regulator which receives 
its energy from the trolley. This arrangement has 
done much to eliminate the fluctuations of light due 
_to the irregularities of the trolley voltage. 

Both of these cars have a striking exterior appear- 

ance. They are painted with Pullman green below the 
letterboard and chrome yellow above. Lettering is done 
‘in gold, edged with black. The under rigging and 
_ trucks of the cars have been painted green, while a bit 
_of attractiveness has been added to these parts of the 
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car by spray painting the wheels chrome yellow. Each 
car is provided with two trolley poles, although both 
are single end operated. Provision has been made for 
train operation, if it is found desirable, by placing 
receptacles for both the control and bus line jumpers 
at the ends of each car. 

With these two cars in service and others in the 
process of construction at the shops, the company will 
be'in position to furnish to its patrons over the inter- 
urban line de luxe service both at the normal rate of 
fare and at an excess fare. It is the intention of the 
company to offer to the traveling public accommodations 
as comfortable as those found in steam railroad prac- 
tice. 


Change Receptacle Facilitates Fare 
Collection 


O SPEED UP the fare collection on one-man cars, 
the Youngstown Municipal Railway has installed 
near the fare box a simple change receptacle. This 
has facilitated the work of the operator to such an 
extent that he is able to take care of two passengers 
in about the same time he formerly devoted to one. 
The cash fare of 8 cents or a metal token is collected 
in a Cleveland fare box at the time the passenger leaves 
the car. When the operator is tendered a coin for 
making change, such as a dime or a quarter, he places 
the proper change in the change receptacle, from which 
it is removed by the passenger who deposits the fare 
in the box. By placing the change in the receptacle 
the operator does not have to wait until the passenger 
extends his hand, but may turn his attention to the 
next passenger. 
When several passengers are leaving the car at the 
same stop, the operator places the change for the first 
passenger in the receptacle, while the change for the 


s|.. Second passenger is given directly to him. By the time 
| the first passenger has recovered his change from the 


receptacle, the second passenger has received his change 
from the operator. Thus both passengers have been 
served and are prepared to drop the proper token or 
cash into the fare box at approximately the same time. 
Following passengers are treated in the same manner, 
every other one receiving his change in the receptacle. 

The receptacle is made from a block of wood and 
finished 4 in. in diameter and 134 in. thick, cupped out 
on its upper surface to a depth of 4 in. It is fastened 
by means of a wood screw to a sheet-iron bracket, 
which in turn is fastened to the fare box stanchion, 
or, in the case of the recently rebuilt double-truck 
cars, to the braces which extend from the fare box 
stanchion to the inside of the platform dash. 

This simple device is now being made standard equip- 
ment on all cars and buses operated by the Youngstown 
Municipal Railway. It was designed and made in the 
Hazelton car shop of the company. 


A thirty-six-page booklet containing a map of rail- 
way routes, terminals and bus lines has been prepared by 
the United Railways & Electric Company, Baltimore, 
Md., dedicated to the people of the city and vicinity. 
The pamphlet contains some information about the 
historic beginnings of the United, the car lines of today, 
employees, power repair shops, safety system and many 
other pertinent facts to show that the system is part 
and parcel of the life of the people. 
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Newspaper Advertisements Promote 
Sale of Stock 


SERIES of attractive advertisements has appeared 

recently in the daily papers of Chicago setting 
forth the development in service rendered by the 
Chicago Rapid Transit Company. These ads appeared 
first in conjunction with the good-will campaign in- 
augurated by the company a short time ago to serve 
as a forerunner of the sale of 7.8 per cent prior 
preferred stock. 

The advertising campaign has been handled by a local 
advertising agency in Chicago, the ads being altered 
in the various daily papers so that one appeared in 
each papep on a different day before the next one was 
released. Typical examples of these advertisements are 
shown in the accompanying illustration. Each adver- 
tisement is two columns wide and extends the entire 
length of the page. At the top of every advertisement 
is a line cut showing some view characteristic of the 


Announcing 


a Series of 
messages on 


Vol. 64, No. 6 


a 
ce 


elevated system, while immediately below this in gradu- ( 


ated type is reading matter setting forth the achieve- 


i 


ments of the system or reasons for purchasing the — 


preferred stock. The slug line between the various size 
type represents a three-car elevated train, while at the 
bottom the name “Chicago Rapid Transit Company” 
has been set in large type. Wherever possible they 
have been run near the edge of the page, as near the 
front of the newspaper as possible. 

These advertisements have been sent out by the 
Utilities Securities Company, a stock selling company 
handling the work for the Chicago Rapid Transit Com- 
pany. Gratifying success has marked the progress of 


this campaign up to the present time, as has been told _ 


in previous issues of this paper. After the completion 
of the campaign it is the intention of the company to 
continue using paid advertising space in the daily 
papers, as well as billboard advertisements, to set forth 
the advantages of rapid transit service to the people of 
Chicago. 


Chicago’s Future 
Growth Depends 


the subject of 

SAedequate 

* [Transportation 
for Chicago 


T a recent meeting of the Cook 
County Bankers’ Association, 
Samuel Insull, chairman of the 

board of the Chicago Rapid Transit 
‘Company, made an address on the 
eubject of the city’s transportation 
weeds, which attracted wide interest 


and comment. 


Mr. Insull pointed out that any solu- 
gion of the transportation problem 
most necessarily include the develop- 
ment of the present Elevated system 
and its extension into sections of the 
sy which are now deprived of 

the benefit of rapid transit facilities. 


fin a series of advertisements, of which this bs che 
fest, it is our purpose to present up-to-date infor 
f@ation oboos the elevated railways of Chicagn 


Batefly, we will cell che part che “L* roads have 
layed in the growth and development of 
Chicago and its suburbs, how, by -providing 
fast and dependable service the “L” roads have 
@mbled thousands of families to move away 
from congested areas and live in the outlying 
exctions, where life is moré enjoyable; how great 
communities have been built up and property 
values enhanced through ‘the extension of 
rapid transit lines, 

Facts and figures will be presented to show that 
Chicago's “L” service compares favorably with 
The best in any large city in the country; that 
‘excels with respect to safety, reliability, fre 
quency of servid and efficiency of operation 

wom as 


What adequate rapid transit service means 
feats will be discumed in subsequent advertise 
menti in this eerles 

el el 


Chicago Rapid 
Transit Company 


Improvements 
Made in 
“L” Service 


Steel Cars With Plush Seats; Fast 
Express Trains Installed 
On All Branches 


keep pace with Chicago's 
| growing demand for rapid tran- 
sit service the “L" roads have 
made many marked improvements 
within the past year. More trains are 
being run today than at any previous 
time in the history of the roads and 
greater speed is peas attained. 


Completion of track elevation work 
north of Wilson Avenue miade pos- 
sible the installation of express tracks 
which have greatly speeded up the 
service from the northern city limits 
and the suburbs on the north. 


“Shoppers’ Specials", running on a 
regular schedule, making few stops, 
have been put into service during the 
non-tush. hours on all branches. 
These trains are intended chielly to 
save the time of women shoppers and 
have proved popular, They give a 
faster service than is given on any 
other city transportation system in 
the country, 


Sunday express trains, operating on the same 
fast schedule as the “Shoppers’ Specials” and 
ronning until midnight, have recently been 
put in service. They are Intended to save the 
time of families going sight-seeing or, visiting 
friends on Sunday. 


New steel cars with plush-covered seats, shaded 
lights, electric fans and other improvements for 
the comfort of passengers were put in service 
on all Jines, 


Eight-car trains, making few stops and giving 
an extra fast service, have been installed in the 
‘evening rush hours on one line where station 
platforms are long enough to permit their oper 
ation, and plans are under way to extend plat 
forms and operate longer «rains an all lines 


Chicago Rapid: 
Transit Company 


72 West Adams Street, Chitago’ 
Central 8289 


Good “L”’ Service 

Developed City’s 

Many Shopping 
Centers 


Merchants and Manufacturers 
Profit by the Speed and Reli- 
sbility of the Rapid 
Transit Lines 


ICAGO'S “Loop” district 1s 
known"as one of the greatest 
business and shopping centers 

in the world. The Elevated Lines, by 
girdling it with fast and reliable trans- 
portation service, have been the most 
potent factor in its phenomenal de- 
velopment. 


“Shoppers” Specials”, operatiug from 
the outlying sections of the city and 
suburbs at a speed of from 20 to 25 
miles an hour, bring distant homes 
close to the shopping and business 
center. 


But it is not the Loop alone that is benefited by 
rapid transit service. Miles distant from the 
heart of the city, great business centers have 
developed in cle proximity to the Elevaced 
Lines Factories and industrial plants have.lo 
cated’ within easy reach of the, rapid’ transit 
lines, which have linked them to the’ homes of « 
the men: and women workers in those estab- 
Uishments. Managers of industrial plants testify 
to the reliability of “L” service in al) seasons of 
he year in the matter of workers being on sime. 


‘As surely 2s trade follows the flag, industries 
and homes follow the routes of the rapid transit 
lines. Property adjacent to the “L” lines in- 
creases in value much Laster than in section» of 
the city not having convenient rapid transit 
service. Good transportation transforms barren 
‘wastes into populous centers in a few years 


Chicago is destined we boston the rower ce 


adequate 
mew ceaea yen os ee 
‘Chicago Rapid 
Transit Company 


72 West Adams Street; Chicago 
Central 8280 


on Rapid Transit 
Development 


~ 
Through Service Given by “L” 
Lines City Has. Expanded and 
Property Values Have Mul- 
tiplied Many Times 


HICAGO the Srey eae 
Chi the 


In 1890 AE: had a population of 
1,100,000. Today the population is 
3,000,000. Most of this growth has 
perrgryee tte eal 
outlying territory, rat nt 
increased density of population in 
the older sections of the city. The 
es tises Bie made possible thie 
levelopment by supplying transpor- 
tation that has built, as well as served 
= communities. 


back when” 
Austin and 


you 

Bat Park, En En 
Rogers Park sew A commun- 
ities? It was good transportation that 
brought them into the city! 


Nox only have the “L” roads built wp the out- 
lying sections of the city itself, bur they have 
helped the adjoining suburbs to grow. Evanston, 
Wilmette, Oak Park, Forest Park, River Forest, 
Cicero and Berwyn, comprising a territory with 
® population of approximately 175,000, are 
Toke to the city by the “L” lines. These sub- 
uarbs are growing three see as fast as the city 
—a growth that would be impossible 
without’ the franepbrtatine service 9 
by the “L 


te i cote it Chicago will have a popula- 
of 5,000,000 in 1950. This growth will 
Beton aaa: outlying terri- 
tory. There are great areas within the city limits 
Dea now marking time, awaiting the advent 
of rapid tranat lacilities to tranalorm them into 


History repeats its! the Ravens 
Branch of the ie ae bon in Toon the entire 
in the territory served was estimated 

‘a 61,000. The 1920 census shows a population 
eae a scot on 


ce = 
fetes seme . 


Chicago Rapid 
Transit Company 


72 West Adams Street, Shicago 
Comtral 8280 


HIRES Rapid La Company, 

ing all branches of Chicago's 

Elevated Ruilrowd Syren. invites you to 
share in the earnings of the Elevated troing. 


partnershij 


h 
other public service institations under 
their mai 


ro fe eee 
pata erat She ioe or 


Yi 


Chicago Rapid 
Transit Company 


This investment is protected by the steady 
earings of the al fapel (ransit system 


Properties worth Ue than 4% times the 
amount of this 


Your money investe! here will he used for 
service extensions and etterments, to keep 
pace with Chicago's pressing transportation 
neals Not only will these improyemenns 
help the city to grow, laces veces v voloes, 
and shorten travel time, hur they 

way for “L™ patrons to:share (mw “L” carhtiga 


Dividends Payable Monthly 


‘Shares $100 each, will enritle you te receive 12 die 
cain cach Your of the sore S720 youtly 
are exempt (rom personal 

fF ox In lino. Dividemla ore 

‘norm isdn 

been approved 

ray rnliction wil feed ‘0 bia it 2a the Cob 
ick Exchange. 


$10 Down—$10 Monthly per Share 


UTILITY SECURITIES 
COMPANY 


Typical Examples of Newspaper Advertising in Chicago Rapid Transit Company Stock Campaign 
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Twelve New Steel Passenger Cars of This Type Have Been Placed in Service. They Are Designed 
for Use Both in Local and Limited Service 


How the Indianapolis & Cincinnati Line 


Was Rehabilitated 


Third Article 


When This Road Was Rehabilitated It Was Entirely Re-equipped with Modern 
Light-Weight Passenger Cars—These Have Been Designed for Large Carry- 
ing Capacity and High Speed—The Freight Cars Also Have Been Modernized 


HE Indianapolis & Cincinnati Traction Company, and last article of the series, describes the new car 

which recently has converted its entire system equipment installed on the road. 

from the 3,300-volt single-phase system to 600 Conforming in general arrangement to the standard 
volts d.c., is an example of what can be accomplished in interurban design which has been considered particu- 
modernizing an existing property to obtain improved larly suitable to the requirements on most of the lines 
operating conditions. The general features of the new in the central territory, the new cars of the I. & C. 
installation and the automatic substation equipment are provided with passenger, smoking and baggage- 
have already been described in ELECTRIC RAILWAY JOUR- express compartments. Although built with all-steel 
NAL in two articles published in the issues of July 26, framing construction, they are considerably lighter than 
page 113, and August 2, page 163. This, the third the wooden cars which they replace. 
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Framing Details of the New Passenger Cars 


Looking Toward the Rear in the Passenger Compartment. 
Seats, Mahogany Finish and Carefully Arranged Lighting 
Assist in Providing Passenger Comfort 


Plush 


Pleasing appearance and passenger comfort were two 
paramount objects in the design. Consequently, care- 
ful attention was given to lines, finish, trim and illu- 
mination. In addition, full-upholstered plush seats are 
spaced on: liberal centers, the floors are covered with 
linoleum, liberal heating capacity is provided, and care- 
ful attention has been given to various details, such as 
sanitary water coolers, large wash room and toilet, and 
convenient racks for hand baggage. The requirements for 
obtaining easy riding of the cars were carefully studied 
by the truck manufacturer, and the Baldwin trucks 
which were finally developed give the new cars such 
improved riding qualities over the existing roadbed 
that an immediate favorable reaction was expressed by 
passengers. 

An accompanying drawing shows the general ar- 
rangement of the floor plan. The cars are 60 ft. long 
over all and approximately 8 ft. 11 in. wide. The main 
compartment seats 36 passengers, the smoking com- 
partment seats 16, and there is a folding seat in the 
baggage compartment with capacity for three addi- 
tional passengers. The seats are spaced on 34-in. cen- 
ters and are non-reversible. They are 41 in. wide, leaving 
an aisle width of 21 in. Those in the main passenger 
compartment are upholstered in Tuscan red plush, while 
brown Fabrikoid is used in the smoking compartment. 
The floor is made of two thicknesses of §-in. yellow 
pine, one laid longitudinally and the other cross-wise 
of the body. The two layers are separated by building 
felt, and the entire floor is covered with 4-in. linoleum. 

At the front end of the car the motorman’s compart- 
ment is placed in the right-hand corner. Plate glass 
is used in all of the front windows, that in front of 
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The Arrangement of the Motorman’s Compartment in the Right- 
Hand Corner Gives Passengers a Clear View Ahead. 
Water-Storage Tank Is Seen Above 


Lengthiover alltiescgrua: wun acs 2 eee ne 
Height, rail to top of trolley board........ 
Entrance door opening, clear............ 
Height, rail to ear floor........¢....04.- 
Baggage door opening...........-......- 
End bulkhead door opening............- 
Partition door opening. .............-5.5 


Seating capacity: 


Main compartment............6. 36 
Smoking compartment........... 16 
Baggage compartment. ........... 3 

otal, <ccatee sere en nee ae = 


Width of gente. «Jeena ee een ie 
Width of aislescosireseny sree enone 
Track centérgs s:csalasant ua aan eee 
Side post centers: F..)s.w-s.eme es es ee 
Total weight si s-niracie ela toe eee rtotete 
Builder of bedytnc.cer «aces aie one 
Headlining?... js. sence ose 
Tntertor teiay carte peice cae ee oar rere 


Air COMPMESBOM:, weiss) skeen etek cern an 
Bumpers: sg y se wre Pa erties 


Car signalisystem.:; ..: i: 40u «sees see 


Can trinimings ..2. eine ae ee lente 
Control. [oscars vee ere oo eae tae 
Gouplers.i))4 fos See tae vies Gitta 
Curtain fiztutess9:2 0 ydaemene ae 
Curtain materials.) Seti eae. eae ae 
Gears and plnions;7i-ahiseeiertee oe Gest ae 
Hand. bralees:vacicis clue pvesicemeee Groves 
Heater equipment. 
Headlights........ 


Journal boxes. .. 


Motots: . :\ cacsieicna: Tae h cate atone 
Sanders. «sip sitiacie ase aa acetate 

Sash fixtures and trapdoors............. 
Beata. . 35.5 J cataayeg ea cetein glee eee ene 
Seating material.2i iocceases ueaeeaien 
Step treads: sc.cicrete swe soon teers 
Trolley: catchersiic)a. octin« tojsdges say lee 


Trolley base: Stic sree see oe er tine 
Trolley shoes usc caunece een eee 


Truck. 5:3 cic. eaten Ka te ee ee a 
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60 ft. Oin. 
12ft. 10in. 
2%t. 6in. 


Cincinnati Car Company 
Agasote 

Mahogany-faced Haskelite 
Monitor 

Westinghouse DH-25 
Hedley anti-climbers 


Cord-operated air valve, conduetor 
to motorman; cord-operated bell, 
motorman to conductor; Consoli- — 
dated single-stroke bell signal for | 
train operation. 

Dayton statuary bronze 

Westinghouse, HLF 

Tomlinson radial M.C. B. 

Curtain Supply ring 90 

Double-faced Pantasote 

Hunter illuminated 

Nuttall helical 

Peacock 

Peter Smith OC-2 

Electrie service—deck-HDB, 12 in.: 
city service, 9 in., T-96 portable 

Symington 

Four Westinghouse 548-C-7, inside 
hung 

Ohio Prass 

O M. Edwards 

Hale & Kilburn 

Plush in main passenger compart- 
ment, Fabrikoid in smoker 

Cincinnati Car 

Knutson No. 5 

Nuttall No. 13 

Miller 

Baldwin 

Nichols-Lintern deck fixture 

36-in. rolled steel 

Economy meters 


The New Cars for Passenger Service Are Divided Into Passenger, Smoking and Baggage 


Compartments. 


They Seat 55 Persons 


August 9, 1924 


‘the motorman being 3 in. thick to decrease frosting 


and at the same time provide increased safety when 


- 


r 


, 


operating at high speeds. The glass lines in the parti- 
tion between the various compartments are lined up 
‘so as to give passengers, even in the rear compartment, 
a view through the front windows. 


STEEL FRAMING DESIGNED FOR HIGH SPEED 


Substantial steel frame construction was adopted to 
provide the maximum of safety for high operating 
speeds. The 6-in. 8-lb. channel side sills are carried 
on a line from the rear corners of the body around 
the front end to form a backing for the front bumper. 
Two center sills of this same material extend continu- 


- ously from the front to the rear bumper. The cross- 


sills are 7-in. 9.75-lb. channels and are spaced on cen- 
ters varying from 333 in. to 40% in. Where they inter- 
sect the longitudinal center sills, they are punched out 
in the web, so that the longitudinal sills ex- 
tend through continuously. The fastenings 
at these intersections are made of 3-in. x 


Livestock Transportation Constitutes a Consider- 
able Share of the Company’s Freight Business. 
This Type of Rebuilt Motor Car Has a 
Cabin at the Rear for the Accommodation 
of Farmers Taking Their Stock 
to Market 


The first 


3-in. x ve-in. angle brackets riveted in place. 
-cross-sill at the front end of the body extends across 


between the ends of the bumper. Between this sill and 
the bumper a No. 12 gage steel plate, 264 in. wide, is 
riveted in place to form additional reinforcement. The 
rear end framing is similarly reinforced. The rear 
platform step wells are formed by tying the body under- 
framing together with two cross-channels covered with 
a No. 12 gage plate, 16% in. wide, and then supporting 
the rear bumper construction on the extensions of the 


center sills and supplementary channels spaced so as to 


“give the proper opening for the step wells. 
Built-up type box bolsters are spaced on 37-ft. 6-in. 
centers. Each consists of a 15-in. x {-in. top plate 
and a 10-in. x {-in. bottom plate, fastened together by 
a yYc-in. web plate and further reinforced with plates and 
angles to give a rigid box structure. The underframing 
is further reinforced by No. 10 gage steel plates riveted 
longitudinally to the top of the side sills and the ends 


_ of the cross-sills. 


From the side sills to the belt rails, No. 12 gage 
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plates, 36 in. wide, form the flat side sheathing. Alter- 
nate side posts are made of pressed box form, and the 
others are made of structural T section. The No. 12 
gage steel letterboards are 19 in. deep, leaving side 
window openings 284 in. high. No top sash is used. 

Vestibule and body corner posts are of steel box 
construction. Steel panel piers are carried up to the 
letterboard at the four corners of the car body, and at 
the rear end these are cut to form small arched 
windows. 

The roof is of the monitor type and is supported on 
a combination of wood and steel carlines. This is 


further reinforced by steel headers in the baggage com- 
partment, and by the bulkhead at the rear end of the 
body and the partition structure between compart- 
ments. 

A large toilet is equipped with metal wash bowl, 
and a supply of water is assured by a large storage 


The Freight Motor Cars 
Motors. It Is Expected the Improvement in 
Service Will Result in a Substantial 
Growth in Freight Business 


Have Four 145-Hp. 


tank carried overhead in the baggage 
compartment. The interior of the body 
is finished with mahogany-faced Haskel- 
ite, which is natural color and rubbed to a 
dull finish. Absence of a top sash gives considerable 
space above the windows, which is utilized for the 
storage of parcels and hand luggage. Substantial racks 
are provided, and they are sloped up at an angle to 
prevent parcels from falling. 

Careful attention was given to the subject of in- 
terior illumination. The installation adopted was de- 
signed to give the interior of the car a cheerful 
appearance. High-grade railroad-type fixtures are 
used. These consist of five indirect dome lights in the 
main passenger compartment and two in the smoking 
section. Center lights with direct reflectors in the 
baggage compartment, and two lights in the front sign 
box, are wired in series with the center body lights so 
as to form two circuits of five lights each, arranged so 
that one of the sign box lights is in each circuit. Addi- 
tional illumination is provided in the passenger com- 
partments by angle bracket fixtures, carrying inclosed 
globe shades. All lamps are 56-watt mill type. The 
lights on the rear platform are arranged so as to 
illuminate the steps. Rear marker lamps are wired so 
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that. each is in a separate body circuit. For additional 
safety, the regular type of oil marker lamps is carried. 

For the present the new cars will be used for both 
local and limited service. They are equipped with 
Westinghouse 548-C-7 box-frame motors, rated at 105 
hp., 925 r.p.m. on 600 volts. These motors are arranged 
for field control, with helical gearing of 21:68 ratio. 

The control is Westinghouse HLF multiple-unit 
equipment, and the air compressors are of the Westing- 
house DH-25 type. These cars are all equipped with 
Miller trolley shoes. 

Four freight motor cars have been equipped with 
Westinghouse 557-A-7 box-frame motors. These are 
rated at 145 hp., 1,000 r.p.m. on 600 volts. They are 
also arranged for field control and are geared 16:61. 
When the extension to Cincinnati is made, it is the 
intention to utilize the new passenger motor cars for 
local service entirely, and to equip new limited pas- 
senger cars for the Cincinnati run with the same motor 
equipment as that selected for the freight motor cars. 
In this way the entire system will be standardized on 
two motor equipments, one for local service and one 
for limited and freight service. 

The present new passenger cars have a total weight 
of 82,000 lb. Of this amount, 14,000 lb. is in the steel 
body framing. Some of the principal dimensions and 
items of equipment are listed in the table on page 204. 


force System of Fare Collection 
Speeds'Passenger Movement 


Beaver Valley Lines Have Abandoned Zone Checks on 
One-Man Cars and Depend Upon the Honesty of 
_ the Passengers to Prevent Over-Riding 


By H. O. ALLISON 


Commercial Manager Beaver Valley Traction Company 


INCE March 80, 1924, the issue of zone checks on the 

lines of the Beaver Valley Traction Company, New 
Brighton, Pa., has been dispensed with and passengers 
are permitted to pay fare to their destinations without 
being “tagged.” Moreover, if the ride purchased 
requires transfer to another route the passenger is 
given a transfer, which does not, however, indicate the 
desination to which fare has been paid. The length of 
the ride taken after fare has been paid depends solely 
on the honesty of the patron. The elimination of zone 
checks has been influential in speeding up the service. 

There are eight 5-cent zones on the property. In addi- 
tion, one-zone, two-zone, three-zone, all-zone and school 
passes are sold. Beginning with the installation of the 
one-man cars, it was thought necessary to tag pas- 
sengers in order to prevent over-riding. For that pur- 
pose a check was issued at the time fare was paid, 
showing by punch mark the zone in which the pas- 
senger boarded and the zone to which he was going. 
In theory the operator was supposed: to examine the 
zone checks returned when the passengers alighted and 
in this way discover any one trying to over-ride. 

All this has now been done away with. The present 
method of fare collection is very simple. A passenger 
when boarding, if in doubt about the rate of fare to the 
point where he desires to go, is informed by the 
operator, and the exact change is then deposited in the 
fare box. Regular riders know the amount to deposit 
and proceed immediately into the car. There is no use 
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With identificationslips...... 3.67 3.18 3.18 3.31 
Without identification slips. . 3.28 2us7 2.87 2.81 
Converted double-truck 
one-man car 
With identification slips. ..... 4.47 = <3, 352 3.70 3.81 
Without identification slips... . OSeY/ 2.79 2.96 3.02 q 
Nees double-truck one-man ; 
With: identification Blips. <5... 3.81 2.53 2.65 3 ag 
~ Without identifieation slips. . 3.68 a2 2.54 3.12 


TIME OF PASSENGER INTERCHANGE, BEAVER VALLEY i i 
TRACTION COMPANY ; | 


ee Seconds per Passeng 
eee All 


Standard Birney Car Boarding Alighting Alighting 


of zone checks, no pledge of honesty and no attempt x 
the operator to remember the passenger’s face and the 
point to which fare was paid. 
About 14,000,000 passengers are coreied annually by | | 
the Beaver Valley lines. There are four transfer points. | 
At one of these transfer can be made and a 20-cent ride | 
taken free. At another a 10-cent transfer ride is pos- | 
sible. On another division, irrespective of transfers, a | 
passenger might possibly board a car, pay a single. 
5-cent fare and ride through seven zones. Careful | 
checks have been made of the passengers boarding and : 
alighting by zones, however, and these have been com- | 
pared with the fares paid. This investigation has shown > 
that there is practically no dishonesty. A few fares are 
lost, of course, but the company believes that fewer are 
lost under this system than under the old check and | 
hand collection system. 
A traffic survey shows that 65 per cent of the rides 
sold on this railway are for one zone, 25 per cent for two 
zones and 10 per cent in three or more zones. This was 
an influential factor in bringing about the decision to 
abandon the check system. With 90 per cent of the 
riding in one or two zones, it seemed essential that the 
procedure of fare collection be simplified. Each zone is 
approximately 2 miles long. Under the old system the 
operator in collecting fares sometimes was brought into 
contact with the passenger three distinct times in less - 
than 8 miles. Under the present system the only con- 
tact is when the fare is first paid. There is also a 
saving in the cost of zone checks and the time consumed 
to issue and collect them. A faster schedule is being 
maintained and is expected to save the company several 
thousand dollars a year. The time saved in passenger 
interchange is shown in the accompanying table. 
Numerous’ expressions of opinion favorable to the 
change have been received by the railway. The riders 
seem to feel that they have been relieved of a consider- 
able nuisance by the abandonment of the zone check 
system. Local newspapers have commented favorably 
on the innovation. The railway took advantage of the 
occasion to indulge in skillful publicity work, telling its 
patrons how it. proposed to abandon the system of” 
tagging them. : 
Railway revenue does not show any increase due to 
the change in method of fare collection. Some indus- 
trial depression has been experienced in this region 
since the new system was inaugurated, making the 
receipts approximately 5 per cent less than a year ago. 
A careful count made on three lines that formerly 
used the zone check and where the honor system is now 
in operation showed that receipts decreased approx- 
imately 6% per cent as compared with the figures under 
the old method of collection. On two lines which 
operate in one 5-cent zone only and zone checks have 
never been used the decrease in revenue was 11 per 
cent. . This appears to show conclusively that whatever 
decrease exists is due to the industrial depression. 
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Substitution of Bus for Car Will Not 


Aid Traffic 


HE removal of tracks from the 

i streets and the substitution of 
buses for the electric railways, a plan 
which has been suggested to increase 
the capacity of existing streets, would 
make congestion worse instead of re- 
lieving it. This was brought out by 
J. A. Miller, Jr., assistant editor 
ELECTRIC RAILWAY JOURNAL, in the 
discussion of a paper by Arthur S. 
Tuttle, read before the City Planning 
Division of the American Society of 
Civil Engineers. Other discussions of 
this paper appeared in ELECTRIC RAIL- 
WAY JOURNAL for May 31, 1924. 

The assertion was made by Mr. 
Tuttle in his paper that the economic 
advantages of the surface car over the 
bus in street capacity used have been 
lost to a considerable extent in crowded 
sections of the city because of the re- 
duction of speed. Experience in other 
cities where large numbers of buses 
have been operated, Mr. Miller said, 
does not confirm this assertion. On the 
contrary the superiority of the street 
ear over the bus is most evident where 
congestion is the greatest. 

In order to reduce the cost per pas- 
senger-mile of motor-bus operation to 
approximately that of electric railway 
operation, bus development in the 
United States has been confined largely 
to vehicles operated by one man. This 
places a restriction on the carrying 
capacity, which may vary from 30 up 
te 50 as a maximum. Under the same 
conditions of loading, a street car can 
carry from 100 to 150 passengers. It 
is evident, therefore, that there would 
have to be three to four times as many 
units on the street to carry all the 
traffic by bus. The resulting conges- 
tion would be much worse than the 
present condition. 

_ Extensive investigation made by Mr. 
Miller over a period of years developed 
the fact that in congested districts, 
with buses and cars operating in active 

competition on the same streets, the 
bus was not more than 10 to 20 per 
cent faster than the car. This apparent 
superiority in speed resulted primarily 
from the fact that the bus was making 
no attempt to handle all the traffic, but 
was simply providing a sort of express 
service for the limited numbers of 
persons whom it would accommodate. 
Time was saved because the buses re- 
ceived capacity loads at or near the 
beginning of the route and proceeded 
without making additional stops. From 
this it is clear that the greater speed 
of the bus is the direct result of its 
smaller carrying capacity. 

The slight superiority in speed, how- 
ever, is not enough to offset the 200 to 
300 per cent increase in the number of 


ae 


Movement 


units which would be required if buses 
were to carry the entire traffic. Al- 
though the use of double-deck buses 
would reduce somewhat the number of 
units needed, their greater carrying 
capacity would increase the number of 
stops required, and this, coupled with 
the delays incident to passengers climb- 
ing upstairs and downstairs, would re- 
duce their speed to a rate somewhat 
slower than that of the street car. It 
appears, therefore, that the theory of 
lessening traffic congestion by the sub- 
stitution of buses for street cars is not 
sound. Moreover, mass transportation 
by bus is unquestionably more expen- 
sive than by rail. 

In the earlier discussion, it was 
stated that wheel traffic in New York 
City is gradually absorbing that for- 
merly carried by rail, because more 
people are riding in motors and fewer 
on street cars and in subways. Sta- 
tistics do not bear out this contention, 
Mr. Miller said. The figures of the 
Transit Commission, given in the ac- 
companying table, show more passen- 
gers being carried by the railways in 
New York every year, the number in 
1923 being approximately 14 per cent 
greater than in 1920. 


REVENUE PASSENGERS CARRIED IN 
NEW YORK, N. Y. 


Rapid Transit 


Year Surface Lines Lines Total 

1920 941,420,788 1,331,915,745  2,273,336,533 
1921 977,652,062 1,418,649,471  2,396,301,533 
1922 1,052,968,891 1,438,239,919 2,491,208,810 
1923 1,071,736,876 1,506,076,001  2,577,812,877 


It is very easy to say that all rail 
traffic should go underground. How- 
ever, in view of the constantly increas- 
ing traffic on all the railways, how can 
sufficient subways be built quickly 
enough to permit the removal of sur- 
face and elevated lines? No one has 
yet been able to suggest a method. 

As neither the substitution of buses 
nor the building of more subways is a 
feasible method of handling the pas- 
sengers now carried on the surface, 
railway tracks must remain in the 
streets. It would be possible, however, 
to increase the capacity of existing 
streets by speeding up the movement of 
traffic. The present low speed of sur- 
face cars, which is used as an argument 
against them, is to a considerable 
extent the result of conditions that can 
be remedied. If traffic were regulated 
so that the tracks were kept clear for 
the cars and not obstructed by motor 
and horse-drawn vehicles of every 
description, and if traffic officers were 
encouraged to make a greater effort to 
co-ordinate their signals with the 
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movement of cars, a substantial in- 
crease in speed for all traffic would be 
possible with no expense to any one. 

It would be very unfortunate, Mr. 
Miller concluded, if the public became 
imbued with the idea of tearing up the 
car tracks in New York before an 
adequate substitute has been found to 
handle the tremendous traffic.. Al- 
though such a step may not actually 
be contemplated, the frequent talk to 
this effect, whatever its purpose, is 
creating a feeling of doubt and un- 
certainty in the public mind which is 
working a great hardship on railways 
and seriously interfering with their 
program of reconstruction and improve- 
ment. 


The Development of the 


Street Car 


At a Meeting Held in St. Louis Mem- 
bers of the Birney Club Hear 
About Early Car Builders 


HE present street car shows some 

traces of its development from the 
omnibus in the concave side panel used 
on many urban cars, according to a 
talk by W. H. Mackle of the American 
Car Company, given at a meeting of 
the Birney Club, at St. Louis, May 26. 
The first car for a city passenger serv- 
ice was. built in New York in 18381 by 
John Stephenson for the New York & 
Harlem Railroad and was very similar 
in general appearance to a bus with the 
driver’s seat on top. As late as 1850, 
street cars with these elevated seats 
were in use. Mr. Mackle also gave par- 
ticulars of the street car building in- 
dustry. A brief summary of this por- 
tion of his paper follows: 

The work of John Stephenson has 
been mentioned. In the early ’60s a 
company engaged in the building of 
passenger steam cars and horse cars in 
Philadelphia was that of Murphy & 
Allison, but in 1868 the plant was 
destroyed by fire and the building of 
horse cars was given up. J. G. Brill 
and his son, G. Martin Brill, had been 
connected with the company, and when 
the decision was reached to give up the 
construction of horse cars, they decided 
to start a plant of their own, which 
they did the following year. J. G. Brill 
was a genius in devising useful im- 
provements in woodworking machinery 
that not only lessened labor but pro- 
duced more accurate work. G. Martin 
Brill was an executive of high rank. 
Later, a younger brother, John A. Brill, 
entered the business with many creative 
ideas, which later materialized in truck 
construction and furnished the founda- 
tion of all the street car trucks that 
followed. His power of business vision 
in being able to interpret the shadows 
forecast by the coming of further devel- 
opments in the car industry also ren- 
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dered him of great service to the com- 
pany. 

In 1858 Andrew Wight, who had been 
employed. at the John Stephenson 
works in New York, started a shop in 
St. Louis to repaint and repair omni- 
buses and later to build them. In 1867 
he produced his first street car, and in 
1879, on the death of Mr. Wight, Fred- 
erick D. Brownell became president of 
the company. While the product, of 
these works was excellent, Mr. Brownell 
did little to advance the design of cars 
except to build the “Accelerator” car, 
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which was short-lived. In 1883 the 
Laclede Car Company of St. Louis was 
organized in St. Louis by William Sut- 
ton, previously of the Brownell Car 
Company, and in 1887 the American 
Car Company was also organized in 
St. Louis by Mr. Sutton and others. 
In 1902 the American Car Company be- 
came a subsidiary of the J. G. Brill 
Company. In 1885 the St. Louis Car 
Company was organized by P. M. 
Kling, who had previously been super- 
intendent of the Brownell Car Com- 
pany. 


Receiving and Disposing of Claims* 


By J. H. HANDLON 
Claim Agent Market Street Railway 


OME claim agents, in questioning 

claimants who call at the offices, are 
quite satisfied with receiving before- 
hand a brief synopsis of the claimant’s 
version of the accident, alleged injuries, 
alleged losses and expectations, together 
with comments as to the individuality 
of the claimant. While this makes it 
convenient for the agent to review the 
claim at a glance, such a slipshod prac- 
tice has a bad effect upon the investiga- 
tor assigned to gather the facts, 
because he is then disposed to digest 
too briefly what he learns from the 
witnesses. 

There are claim agents who adhere 
strictly to their rule requiring all 
claimants who call at their offices to 
prepare statements in their own hand- 
writing, telling their version of the 
accident, injuries ete. There is some 
merit in such a plan, although it has 
its defects. For instance, claimants 
are not always in a pleasant frame 
of mind when they call at the office. 
In our community, many claimants 
would immediately turn on their heels 
and hurry to the office of an attorney 
if they were asked to write down the 
facts of their claims. Again, claimants 
may be illiterate, or unfamiliar with 
the exact location of the accident, direc- 
tions, etc. 

A much better plan is to have the 
person who talks to the claimant pre- 
pare for the claimant’s signature a 
statement in which are embodied all of 
the details of the accident. The exact 
words of the claimant should be 
quoted as much as possible. Needless 
to say, the injuries and losses as stated 
by the claimants and the expectations 
of the claimants should also be noted 
and then the claimant requested to 
write on the statement, in his own 
handwriting, the words “I have read 
the above: statement and I find the 
same to be correct.” Care should be 
taken to see that the claimant affixes 
his signature to each page of his state- 
ments and, if possible, the signatures 
of witnesses should also be secured. 

_As for those who telephone with a 
view of presenting claims, it would 
appear advisable to induce them, if 
Possible, to call at the office, for there 
are usually facilities at the claims 
department, not provided elsewhere, for 
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and their witnesses. 


taking statements, and there is less 
likelihood of interference from relatives 
or neighbors. If the claimants object 
to this cr they are unable to call, for 
some reason or other, then it would 
appear advisable to call upon them. 
They can then be given printed 
requests to call for examination by the 
company’s examining surgeon and 
directed where to submit their damaged 
wearing apparel or other property to 
the company’s appraisers for inspec- 
tion and report. 

Should the claim be presented in 
writing for damage to property and no 
attorney be involved, it is advisable 
that the letter replying to their com- 
munication contain a request that they 
call at the office, bringing with them 
the names and addresses of their 
witnesses. If an attorney writes 
relative to a claim, far better results 
are obtained when the company repre- 
sentative calls upon him in acknowl- 
edgment of his letter and arrange- 
ments are made through him, if 
possible, to interview the claimants 
Attorneys as a 
rule dislike the annoyance of being 
compelled to handle the details of a 
claim, and therefore the representative 
of the claims department can relieve 
the attorney of this annoyance by 
arranging for the injured persons to 
call at the medical department or 
assisting them to prepare their state- 
ment of losses and expenses, securing 
the original bills, etc. 


Safety Congress at Louisville 


HE entire program for the 1924 

meeting of the 
Council, at Louisville, Ky., Sept. 29 to 
Oct. 3, has not yet been completed, but 
that for the Electric Railway Section 
and for the joint meetings of that sec- 
tion and the Public Utilities Section 
has been announced. At the first 
session of the Electric Railway Section, 
on Tuesday morning, Sept. 30, a paper 
on “Overcoming the Hazards of Motor 
Bus Operation” will be delivered by 
R. N. Graham, manager of railways 
Pennsylvania-Ohio Electric Company, 
Youngstown, Ohio. This paper will 
be discussed by G. R.: Radley, safety 
engineer the Milwaukee Electric Rail- 
way & Light Company, and by G. B. 
Powell, secretary Kentucky -Carriers, 
Inc., Louisville. At the same session 


National Safety © 


J. C. Carpenter, general manage 
Texas Power & Light Company, 


will read a paper on “Why We Are 
Interested in Safety.” % 


At the second session on Thursday 
morning, Oct. 2, R. R. Hadsell, general 
superintendent of transportation New 
York State Railways, Rochester, will 
present the report of the committee 
on award systems. 
Children in Safety on the Streets” will 
be the subject of a paper by Isaiah 
Gordon, Bureau of Safety, Chicago. 

At the joint meeting of the Public 
Utilities Section and the Electric Rail- 


way Section to be held on Wednesday, 


Oct. 1, the place of the electric railway 
in community safety extension will be 
told by L. H. Palmer, vice-president 
and general manager United Railways 
& Electric Company, Baltimore. Homer 
Niesz, manager of industrial relations 


Commonwealth Edison Company, Chi-— 


cago, will present a paper on “Instruc- 
tion and Observance of Safety Rules 
in Station and Substation Operations.” 
The highway traffic problem will be the 
subject of a paper by R. O. Mason, 


superintendent of transportation Phila- — 


delphia_Electric Company. 


Conference on Street and 
Highway Safety 


EVERAL meetings of committees — 


on the Conference on Street and 
Highway Safety have been held during 
the past few weeks and several are 
scheduled during this month. The or- 
ganization of the conference, of which 
Col. E. B. Barber is director and Ernest 
Greenwood is secretary, includes eight 
committees, as follows: 

Committee on statistics, with W. M. 
Steuart, director Bureau of Census, as 
chairman. This committee has ap- 
pointed a sub-committee on survey of 
available accident statistics and one on 
standardization of accident reporting 
forms and procedure. Two question- 
naires have been distributed; one on 
legislation on accident reporting and 
the other on traffic accidents. 

Committee on traffic control, of which 
Roy S. Britton, president Automobile 
Club of Missouri, is chairman. This 
committee has appointed four sub- 
committees, as follows: Licensing of 
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drivers, city traffic, rural traffic, leg- 


islation. 

Committee on engineering and con- 
struction, of which Frank Page, chair- 
man North Carolina State Highway 
Commission, is chairman. 

Committee on city planning and zon- 


ing, of which F. A. Delano, formerly — 


vice-governor Federal Reserve Board, 
is chairman. Sub-committees have been 
appointed on: Decentralization and 
zoning, other city planning measures 
for relief of congestion and _ traffic 
hazards. 

Committee om insurance, of which S. 
S. Huebner, University of Pennsyl- 
vania, Philadelphia, is chairman. Sub- 
committees have been appointed on: 
Causes and location of accidents, lia- 
bility legislation, certification of tit’es 
and theft prevention, rating, safety 
promotion activities of insurance car- 
riers. 

Committee on education, of which J. 
W. Whitney, National Bureau of 
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‘Casualty and Surety Underwriters, 
New York, is chairman. Sub-commit- 
tees of this committee are on: Educa- 
tion in the schools, special training, 
education of the public. 

Committee on motor vehicles, of 
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which C. F. Kettering, General Motors 
Research Corporation, Dayton, Ohio, is 
chairman. 

Public relations committee, of which 
George M. Graham, Chandler Motor 
Company, Cleveland, Ohio, is chairman. 


Future of Traction Securities* 


By F. R. CoATES - 
Henry L. Doherty Company, New York City 


TEN or fifteen years ago the securi- 
ties of electric railways were held 

in high regard by the investing public. 
Then came the World War with its 
period of inflated prices, during which 
the industry suffered severely, due 
principally to its inability to adjust 
rates of fare to meet the rising costs of 
operation and increased taxes. To add 
to their difficulties, the electric railways 
were threatened at that time with an 
unregulated competitor, the jitney bus. 
The credit of the traction companies 
became impaired and their securities 
—once looked upon as excellent invest- 
ments—were shunned by the invest- 
ment banker and the general public. 

The present improved condition of 
the traction industry is real and per- 
manent. One of the most important 
factors contributing to its recovery has 
been the breaking down of the 5-cent 
fare barrier. The ‘average- rate of 
fare today is 7.4 cents. We are not so 
much concerned, however, with the ex- 
act average rate of fare. The sig- 
nificant thing is that there has been a 
recognition on the part of the public 
and the duly constituted regulatory 
authorities that any flat rate of fare is 
an economic error. The public has be- 
come educated to the fact that only by 
permitting the electric railways to earn 
sufficient to meet all expenses and to 
pay a fair return on its invested capi- 
tal can these utilities give the service 
desired and expand their facilities to 
meet the constantly increasing trans- 
portation requirements. Another con- 
tributing factor is the realization by the 
public that destructive unregulated 
competition is unsound and inevitably 
results in a condition detrimental to 
the public interest and welfare. 

The improved condition of the trac- 
tion industry is reflected in its operat- 
ing statistics. Operating revenues of 
slectric railways, according to figures 
published by the American Electric 
Railway Association, have increased 47 
per cent since 1917 and are now close 
to $1,000,000,000 annually. “The operat- 
ing ratio, which rose from 65 per cent 
n 1917 to 80 per cent in 1920, has fallen 
0 74.1 per cent. Last year nearly 
16,000,000,000 passengers were carried 
yn electric railways in ths country— 
the greatest number carred in the his- 
sory of the industry. 

_ Another indication of the improved 
sondition of the industry is found in an 
*xamination of the receiverships during 
he past six years. The maximum num- 
yer occurred in 1919, when 48 com- 
anies, comprising 3,781 miles of track, 
went into receivership. By the end of 
1923 the number of companies going 
nto receivership had fallen to 12 with 
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mth annual business conference of the Bab- 
on Organization, Babson Park, Mass., Aug. 


, 1924 


a total mileage of 333. In 1924 several 
compan‘es, including one of the larger 
properties, emerged from receivership, 
making a further substantial decline. 

Another encouraging feature _ is 
found in a statement recently issued 
by the American Electric) Railway As- 
sociation regarding the number of 
companies that have been wholly or 
partly relieved from unjust expense of 
maintaining pavement that is not used 
and not destroyed by them. There 
have been forty-six cases where street 
railways have been relieved from their 
paving burdens and, in addition, two 
states, Connecticut and Massachusetts, 
have enacted state-wide relief. In most 
of these cases the relief has been per- 
manent, affording savings of many mil- 
lions of dollars to the street railways 
and to the car riders. 

There is no other transportation 
medium in existence that can perform 
the services being performed by the 
electric railways of this country. Elec- 
tric. railways, however, recognize the 
peculiar advantages of the motor bus 
as a supplement to rail service and are 
making use of this medium to an in- 
creasing extent. Today there are ap- 
proximately 150 electric railways oper- 
ating more than 1,600 motor buses in 
various kinds of service. Buses are 
valuable as feeders to the rail lines and 
for developing new territory until the 
traffic warrants rail lines. Buses also 
can be used in de luxe express and 
tourist service. Their operation, how- 
ever, can be more efficiently conducted 
by experienced transportation agencies 
such as the traction companies. Fur- 
thermore, the best interest of the public 
will be served when the two forms of 
transport are properly co-ordinated in 
a single system under one reliable 
management. 

There are also those who profess to 
see a decreasing demand for public 
transportation as a result of the in- 
creasing growth in the ownership of 
private automobiles. The answer to 
those people is that statistics show 
that although automobile registrations 
increased from 5,101,000 in 1917 to 
12,880,000 in 1923, the passengers car- 
ried on electric railways increased dur- 
ing the same perid, from 14,506,000,000 
to 15,989,000,000. And if we add to the 
passengers carried on electric railways, 
those carried on buses, the constantly 
increasing demand for public transpor- 
tation is even more pronounced. Fur- 
thermore, there is reason to believe 
that competition from the privately- 
owned automobile has nearly reached 
its peak. 

Other signs of more prosperous times 
and of a re-establishment of the confi- 
dence of investors in electric railway 
securities, are evidenced by the issuance 
of more than $48,000,000 of traction 
securities in the first six months of 
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this year. Last year electric railways 
in this country were purchasers of 
such materials and equipment to the 
extent of $282,000,000. This year, 
nearly $100,000,000 have been expended 
alone for new track construction or re- 
construction. Through intensive public 
relations activities, publicity and ad- 
vertising, electric railways are now 
merchandising transportation. Electric 
railways have made greater progress 
in the last five years in the develop- 
ment of good public relations than they 
ever had during the previous thirty 
years of their existence. 

The American Electric Railway As- 
sociation now maintains an advertising 
section which co-operates with individ- 
ual companies, state committees on 
public utility information, newspapers, 
magazines and other publicity and ad- 
vertising channels. This department 
has access to all facts and figures in 
the possession of the association and 
is authorized to make them public. 
Every effort is being made to tell the 
whole story of the electric railway 
situation to the public hiding nothing. 

The motor bus gives the electric rail- 
ways a new tool, adding flexibility to 
existing facilities. No longer will it be 
necessary for an electric railway to 
make a heavy investment in track and 
overhead lines into a newly-developed 
territory where the amount of traffic 
may not justify such facilities for a 
number of years. The motor bus can 
be used for such extensions. Further- 
more, the motor bus may be utilized 
to reduce deficits on lines operating in 
sparsely-settled sections of the commu- 
nity which never have built up suffi- 
ciently to justify the rail lines installed 
years ago. 


American 


Association News 


Posters on Traffic Delays 


HE committee on manufacturers’ 

co-operation and the advertising 
section of the American Association 
have prepared a series of traffic posters 
designed to show some of the most 
important causes for traffic delay, such 
as slowly moving trucks on the track, 
parked cars, etc. These posters are 
printed in colors and are intended par- 
ticularly for use by manufacturer com- 
panies of the association. They will 
be supplied free of charge on applica- 
tion to association headquarters. 


Engineering Manual Is 
Now Ready 


NNOUNCEMENT is made at the 

American Electric Railway Asso- 
ciation headquarters that the new edi- 
tion of the Engineering Manual is now 
ready for distribution. The Manual is 
issued in book form and is available 
both to members and non-members. 
The new arrangement was described 
quite fully in the issue of the ELECTRIC 
RAILWAY JOURNAL for May 8, 1924, 
page 705. In that article was also 
given a schedule of prices, both for the 
bound volume and general sections. 
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Adjustable Scaffolding for 


Car Body Work 


FEPAIR and painting work on 
car bodies at the Decatur shops 
of the Illinois Traction System is 
greatly simplified by the use of 
adjustable scaffolding. The vertical 
supports for the scaffolding are made 
of 34-in. boiler tubes, which are 
embedded in the concrete floor to a 
depth of 8 ft., and have a height of 
8 ft. above the floor. The supports 
are spaced 12 ft. apart along the line 
of the track, being placed so that the 
edge of the plank forming the 
scaffold is approximately 18 in. from 
the side of the car. 
On each side of the boiler tube is 
riveted a 2-in. x 3-in. steel guide 


Plank 
support 


Lee Ths SECTION 
fa bert to form 
| tug 


“Pin hole inguide 


A Rider Made from a piece of g-In. Steel 
Travels on a Guide Riveted to the 
Boiler Tube Supports 


spaced % in. from the tube by means 
of $-in. spacers through which pass 
five countersunk flat-head rivets 
which hold the guide to the tube. 
The rider on this guide is made up 
from a piece of 3-in. steel, 6 in. 
square. 
that four lugs may be formed which 
are bent so as to grip the guide rail 
but at the same time permit the rider 
to slide freely. To this rider is 
riveted a piece of 4-in. x 24-in. steel 
which serves as the support for the 
planking. At the end of this sup- 
port is a small angle to which the 
planking is fastened. 


Holes have been drilled in the 


This is so cut at the corners ||} 


This Scaffolding, Used in the Shops. of the 
Illinois Traction System, Is Adjustable for 
Height and Facilitates Work in the Con- 

struction and Paint Departments r 


guides at various points so that a 
removable pin may be inserted below 
the rider to hold the scaffolding at 
the proper height for convenient 
working on the side, windows and 
roof of the car. 

In the paint shop a double scaffold- 
ing made up in four sections is used. 
The end supports of this installa- 
tion have no guides on the outside, 
but the intervening posts have guides 
and riders on both sides in order to 
accommodate one end of both planks. 
Not only is this a serviceable installa- 
tion but its neat construction adds 
materially to the appearance of the 
various departments of the shop. 


Commutator Slotter on 
Lathe 


FTER the turning of a railway 

motor commutator, grooving or — 
slotting usually follows. The arrange- 
ment used in the Denver Tramway 
shops for performing both opera- 
tions on the same lathe has the 
advantage of avoiding the necessity 
of moving the armature from one 
machine to the other. Once _ the 
armature is mounted in the lathe the 
commutator is finished completely in 
the one machine. 1 


_ As shown in the accompanying 


illustration, a carrier clamped to the 
tail-stock of the lathe has both a 
vertical and horizontal carriage, the 
latter being mounted on two long 
guides fastened directly to the ver- 
tical carriage. The vertical motion 
is obtained by means of a hand 
wheel and lead screw. The horizon- 
tal carriage is controlled by a long 
curved hand lever shown in the 
illustration. 

In practice, the vertical adjust- 
ment is used to set the milling saw 
for the correct depth of cut, and the 
slots are then milled by moving the — 
horizontal carriage back and forth 
by means of the hand lever. The 
saw is driven by a small motor 
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This Commutator Slotter Used in Denver Is Mounted Directly on the Lathe 


oi 


4 


August 9, 1924 


“ELECTRIC RAILWAY JOURNAL 


211 


= 
mounted on the horizontal carriage. 
This is hidden in the illustration by 
the small control board. The arma- 
ture is rotated from slot to slot by 
hand. ; 


- Raised Track for Truck 


Overhauling 


. ORK of truck overhauling can 

-be done more efficiently and 
with less tiring efforts by workmen 
if the trucks are raised to a height 
that makes it unnecessary for the 
workmen to bend over in making re- 
pairs. Realizing this fact, the 
Eighth Avenue Railroad, New York 
City, has provided a special construc- 
tion for its truck-overhauling tracks 


Track Raised to Convenient Height to 
Facilitate Truck Overhauling 


at the new 155th Street shops. The 
walk alongside the track is depressed 
18 in. below the top of the rail. Pits 
are provided 5 ft. deep pvelow the 
top of the rail. The rails are 
mounted on columns formed of steel 
channels, which are inserted in the 
concrete structure forming the walk 
and pit walls. Traveling telpher 
cranes serve the track and facilitate 
removal of heavy parts during the 
overhauling. The raised portion of 
the floor algngside the depressed 
walk also serves as a bench. 


J 


This Light Steel Sheet Prevents Vandals 
Cutting Seat Backs in Omaha 


Sheet Metal Protects 


Rattan Seats 


N OMAHA, trouble has been ex- 

perienced in the past from mali- 
cious passengers cutting the backs of 
rattan seats with a knife or other 
instrument. It has been found that 
the greatest damage is done when 
the knife is forced through the rat- 


-tan and then a’long jagged cut made. 


To protect seats from this van- 
dalism, the Omaha & Council Bluffs 
Street Railway, under the supervi- 
sion of T. E. Wood, master mechanic, 
has adopted the practice of inserting 
a piece of light-gage galvanized steel 
behind the rattan, as shown in the 
accompanying illustration. This pro- 
tection materially reduces the amount 
of damage done to the seats. 


How Worn Brush-Holders 


Are Reclaimed at Detroit 


AS INTERESTING method of 
reclaiming worn brush-holders 
has been developed in the shops of 
the Department of Street Railways, 
city of Detroit, as the result of a 
study by H. S. Williams, assistant 
superintendent .of equipment. This 


consists of cutting out the front face 
of the holder, building up the worn 
brush way by brazing, 


and then 


Condition of the Holder After the Front Has Been Milled Out, Also the Method of 
Holding the Parts Together for the Last Brazing Operation 


ia 


brazing the front of the holder back 
into place. 

The front face of the holder is cut 
out with a gang miller, which leaves 
a shoulder on the two sides so that 
the brazing material can be readily 
built in when the front is replaced. 
After the front is cut out the worn 
portions of the brush slot are filled 
in with brass. The next operation 
is to machine this slot on the mill- 
ing machine. A disk grinder is used 
to true up the back surface of the 
piece cut out of the holder, and the 
last operation then consists of 
brazing this piece back into place. 
Standard steel blocks are placed in 
the holder so that the slot will be 
of proper size when the operation is 
completed. The total cost of the 
operations described is $2.50 less per 
holder than the cost of making and 
machining new castings. 


Pipe Tee Used to Produce 


Vacuum for Dust Removal 


S AN auxiliary to its commu- 
tator slotting machine, the New 
York Central Railroad in its Har- 
mon shops has a vacuum attachment 
for drawing off the copper and mica 
dust as the commutator is slotted. 


7o compressed 
alr line 
Connection to Tee for Removing Dust by 
Producing Vacuum 


This supplements the larger and 
more elaborate vacuum cleaners used 
for cleaning out inaccessible places 
in rolling stock and equipment. 

A #-in. pipe connection extends 
down close to the slotting saw, and 
the other end of the vacuum attach- 
ment has a bag for receiving the dust. 
The novel part of the construction 
lies in the fact that a standard 
wrought-iron pipe tee is used to pro- 
duce the-vacuum. An accompanying 
illustration shows the connection. 
The tee is # in. x # in. x # in., with 
the #-in. outlet connected to the shop 


’ air supply, which has compressed 


air at 125 lb. pressure. The j-in. 
outlets lead to the commutator slot- 
ting saw and to the bag as indicated. 
The expansion of the air from the 
2-in. pipe into the #-in. chamber of 
the tee produces the vacuum and the 
dust is drawn off as indicated. 
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New Equipment Available 


Arc-Welding Rheostat 


HE Westinghouse Electric & 

Manufacturing Company has re- 
cently developed a new arc-welding 
rheostat which is compact and of 
light weight. The over-all dimen- 
sions are such that it can be taken 
on a street car platform, work car 
or in a small automobile. It is 
especially suited for welds between 
rail sections, cupped and battered 
rail ends and for special trackwork 
on crossovers, frogs, 


Light-Weight Arc-Welding Rheostat 


points made of steels high in man- 
ganese or carbon. The rheostat has 
15 steps of adjustment, so that when 
connected to any trolley line voltage 
between 400 and 650 volts, it will 
deliver from 60 to 210 amp. 

The control panel is mounted on 
the front and is protected from the 
resistor units by a metallic heat 
shield. This panel contains a 250- 
amp. magnetic contactor which is 
remotely controlled by a foot master 
switch which enables the operator to 
open and close the contactor when 
changing electrodes or for any other 
purpose. Four single-pole knife 
switches are also mounted on the 


and switch 


panel for obtaining the required 
variation of welding current. 

The resistance element consists 
of a number of alloy resistor units 
supported horizontally and _ insu- 
lated from the welded angle-iron 
frame. 


Adjustable Ventilator for 
Buses 


HUNTER ventilator designed 

particularly for installation in 
the side panels directly above the 
windows of auto buses has just been 
placed on the market by the Electric 
Service Supplies Company. The new 
feature of this device is the arrange- 


ment by which it is adjustable from. 


the inside of the vehicle so that pas- 
sengers can control the ventilation. 

The exterior portion of the ven- 
tilator is a pressed copper louvre 


plate with screw holes at the corners - 


for attaching it to the body. This 
is so designed that it will allow the 
entry of the necessary amount of 
air but will prevent drafts and keep 
out the rain. The louvre is painted 
with one baked priming coat ready 
for finishing in any desired color. 

When the louvre plate is installed 
a 1-in. diameter hole is drilled 
through the wood directly opposite 
each opening. On the inside of the 
panel a perforated polished brass 
plate -is attached by screws and is 
so-located that the perforations are 
in line with the holes in the panel. 
Under this perforated plate is a per- 
forated slide which regulates the 
amount of ventilation. 


Perforated 
Plate 


Slide 


Copper Louvre 
Plate 
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Mileage Recorder for Buses 
and Trucks | 


AY IMPROVED device for record: _ ; 
ing bus and truck mileage ig 
now being placed on the market by — 
the Ohmer Fare Register Company, | ! 
Dayton, Ohio, under the name of | 

Ohmer Hub-Odometer. This is a 


redesigned and improved form of. re- 
corder previously made by the 
American Taximeter Company and — 
is arranged for installation on the 


End View Showing Dial 


wheel in place of the hub cap. T 
driving mechanism automatically ex 
gages the end of the axle and ne 
assembly or adjustment is necessary. 
The figures on the dial are always 
right side up, regardless of the posi- 
tion of the wheel, so that errors in 
reading are reduced. The dials are 
arranged with six figures, starting 
with tenths of a mile, so that a total 
mileage of 99,999.9 miles is recorded, — 


after which.the dials return to zero — 
and begin to register again. The 
recorder always registers forward — 
whether the truck is running fora 
ward or backward. 

This* form of recorder should be 4 
of material assistance to electric 
railways having service trucks or 
buses which require maintenance on 
a mileage basis. 


Exterior Appear- 
ance of a Bus 


Equipped with 
‘Hunter Ventila- 
tor 


Twin City Rapid Transit 
Buys Competitor 


Suburban Motor Company Taken Over 
Under Plan for Co-ordina- 
tion of Lines’ 


The Twin City Rapid Transit Com- 
pany, Minneapolis, Minn., has pur- 
chased the stock and assets of the Twin 
City Motor Bus Company and on Aug. 
1 began to operate buses between 
Minneapolis and St. Paul and between 
St. Paul and White Bear Lake,’ a 
suburb, under the same conditions, 
schedules and rates of fare as have 
prevailed heretofore. The price paid 
was about $500,000. Z 

This is the most important competitor 
of the railway between the Twin Cities 
and between St. Paul and White Bear 
Lake points. The purchase includes 
forty buses and the company’s head- 
quarters and shops at 164 West Fifth 
Street, St. Paul. H. L. Bollum, presi- 
dent and manager of the bus company, 
will continue as manager under the 
ownership of the railway. 

Buses are operated between the Twin 
Cities on varying schedules according 
to the time of day and peak loads 
normally prevailing. The fare is 25 
cents between any two points. The 
fare on the Minneapolis-St. Paul 
trolley line, which the bus system 
parallels in the city limits, is 6 cents 

een any two local points and 12 

cents from either city to the other, 
with transfers. The bus line, being an 
independent corporation, will not issue 
nor accept transfers to or from trolley 
lines. 
_ The bus line is not under supervision 
of the Minnesota Railroad and Ware- 
house Commission. ‘ That body deter- 
mines the rates of fare charged on the 
electric railways. 

The Twin City Rapid Transit Com- 
pany has no present plans to buy other 
«competing interurban bus lines. Neither 
does it plan to change the equipment 
on the line it has purchased. That 
equipment is exceedingly modern and 

service is satisfactory to patrons. 


New Move PropaBty ONLY A START 


‘This purchase is the first step toward 
«consolidation of all the bus service on 
lines competing with the railway, to 
be accomplished by some plan not 
determined. Some of the car lines 
‘paralleled by bus service are the Still- 
‘water, Lake Minnetonka, South St. 
Paul, all suburban lines. 

_ Whether this plan will be accom- 
plished at once or at some future date 
is not known. Neither is it known 
whether the plan will involve taking 
over present bus lines by purchase or 
installing new bus systems. 

_In the purchase of the Twin City 
4 r Bus line the railway has a 
eus for extending bus operation 
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wherever it is feasible. As Vice-Presi- 
dent T. Julian McGill explained: 


The purchase of the fleet of buses is in 
line with the: policy of electric railways in 
other large centers. The motor bus has 
come to be regarded as an integral part of 
a modern city transportation system and 
electric railways have been supplementing 
their service with fleets of buses. It is 
felt that one company can better co-ordinate 
these systems and operate them more effi- 
ciently and economically. 


Suit to Secure Back Pay 
in Des Moines Lost 


The long-drawn-out suit of railway 
men in Des Moines, Iowa, to recover 
$58,000 back pay under the old Kirbye 
wage award ended with failure re- 
cently when Judge Martin J. Wade in 
the federal court held against them. 
The car workers, however, were per- 
mitted to keep $68,000 which has been 
paid them under the award. The judge 
held the Kirbye award expressly pro- 
vided that the wages allowed should be 
paid only if there were earnings to 
pay, so that legally, morally or honestly 
there was no way the “back pay” could 
be allowed, since sufficient earnings did 
not come in. He said further that if 
the law were strictly enforced the men 
probably would never have received the 
money they did, but his opinion at that 
time concerning the ability of the com- 
pany to pay was based on the feeling 
that sufficient earnings would be pro- 
duced. The hopes of the court in this 
respect were never realized. 


Detroit Municipal Railway 
May Run Buses 


Buses of a design said to be entirely 
new are in prospect for operation on 
long hauls by the Detroit Department 
of Street Railways. According to an 
announcement made by acting Mayor 
Joseph A. Martin the Street Railway 
Commission has decided that a great 
benefit would accrue to the riding public 
were the city promptly to plan and de- 
velop a rapid transit motor system and 
co-ordinate it with the present trolley 
service. The commission does not aim 
to compete with the Detroit Motorbus 
Company. 

One of the new buses is expected to 
be received soon and the prospects ap- 
pear good that before late fall a fleet of 
buses will be placed in operation suffi- 
cient to supplement one of the main 
trolley lines. It is not intended that all 
routes will follow trolley lines. Stops 
will be far enough apart to give genu- 
ine rapid transit service without inter- 
fering with railway traffic. 

The Street Railway Commission rec- 
ognized the advantages afforded by a 
study of the operation of buses under 
the control of the Detroit Motorbus 
Company and gained much through the 
experience of that company. 


Council Files Tacoma Grant 


Without Action 


Railway & Light Company Seeks New 
Blanket Franchise Covering All 
Properties 


There will be no new franchise for 
the Tacoma Railway & Power Company, 
Tacoma, Wash., considered or submit- 
ted to the people this fall, according to 
action of the City Council recently, 
when it voted, as a committee of the 
whole, to file, without action, the fran- 
chise proposed by the company. The 
grant contains a provision that it be 
submitted to the people at the Sept. 9 
election. Some of the Councilmen 
are understood to be opposed to the 
conditions of the grant on the ground 
that it could be readily claimed that 
the action of the people in a vote, 
whether for or against the franchise, 
had no force, and that the new fran- 
chise is binding. 


PETITIONS CIRCULATED ON CARS 


The Tacoma Railway & Power Com- 
pany has placed petitions on its cars 
asking that the City Council submit 
to a vote of the people at the coming 
primary election the franchise pro- 
posed by the company. Many street 
car patrons have signed the petition. 
It is being presented in two forms; 
one a card to be signed by an individ- 
ual, the cards being given to purchas- 
ers of weekly passes; the other, petitions 
designed to be signed by a number of 
other persons, and both forms were 
handed out by street car conductors. 
In addition, the company is conducting 
a newspaper campaign in favor of the 
franchise. 

The franchise which the company 
proposes would repeal all existing fran- 
chises, do away with gross earnings 
tax, paving between tracks, free rides 
for city employees and other present 
requirements. It would provide for 
supplemental or substituted bus serv- 
ices and otherwise alter conditions for 
the company, leaving the fare question 
to state laws regulating such matters. 


Mayor CRITICISES COMPANY 


Immediately upon the circulation of 
the petitions, Mayor Fawcett issued an 
open letter to the public, urging citizens 
to refrain from signing the petitions, 
and attacking the motives of the trac- 
tion company in preparing its proposed 
new franchise. Mayor Fawcett is 
strongly opposed to granting long fran- 
chises, stating that transportation may 
entirely change within the next five 
years. 

- The Mayor also took action at once 
following the petition circulation to 
bring to a head the matter of transfer 
payments between the city and company. 
He introduced a resolution that later 
was passed by the Council which pro- 


vides that the city will pay 3-cents for 
its transfers taken up by the company 
and will receive the same amount for 
those of the company taken by its line. 
Heretofore the exchange has been on 
the basis of 3 cents for a company 
transfer and 2 cents for a municipal 
transfer. 


Bus Line Permit to Pacific 
Electric Railway Affirmed 


The Railroad Commission of Cali- 
fornia on July 24 passed upon the 
application of the Pacific Electric Rail- 
way for a bus franchise on Pico Boule- 
vard from the terminus of the Los 
Angeles Railway’s local Pico Boule- 
vard street car line in Los Angeles 
to the city of Santa Monica. That 
body has affirmed its former order 
with modifications as to the fare sched- 
ules. These changes in the order are 
in the proposal of the railway to give 
transfers from its proposed Pico Bou- 
levard bus line to its local railway lines 
operated in the Santa Monica Bay dis- 
trict and in reduction of the bus fares 
formerly proposed for use between in- 
termediate points. In the revised order 
of the commission no reduction is made 
from the-through or round trip rates 
that are now in force on the company’s 
rail lines. 

The matter came up on rehearing 
last May. The Santa Monica interests 
and three other automotive transporta- 
tion lines competing for the Pico Bou- 
levard bus line franchise at the time 
of the various hearings contendend that 
the fares of the Pacific Electric Rail- 
way as proposed to be charged on the 
bus line were higher than those in the 
schedules filed by the three other bus 
companies and higher than compatible 
with public interest. At the rehearing 
the commission stated that one of the 
points to weigh heavily in issuing the 
bus franchise was the financial re- 
sponsibility of the various applicants to 
carry out the franchise conditions. 

The revised order of the commission 
awarding the franchise to the Pacific 
Electric Railway cites that the com- 
pany claims that 85 per cent of the 
travel on its lines is on commutation 
tickets. 


Five-Cent Fare Clause Dangerous, 
Says Niagara Falls Councilman 


An unusual procedure is being fol- 
lowed by Clark Shipston, a member of 
the City Council at Niagara Falls and 
a prominent wholesale merchant in the 
city, to..dwaken public sentiment in 
favor of the enactment of a resolution 
by the City Council of Niagara Falls, 
which would suspend the 5-cent fare 
clause in the franchise of the Inter- 
national Railway and allow it to appeal 


to the Public Service Commission for < 


a readjustment of fares in the city. 

Newspaper advertisements are being 
published by Mr. Shipston at his own 
expense in which he says there is 
. danger that the Public Service Com- 
mission will allow the company to 
abandon other local lines in the city 
because the present rate of fare is not 
sufficient to pay operating expenses 
and give the International Railway a 
fair return on its investment. 
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One of: the series of advertisements, 
“To the Street Car Riding Public” of 
Niagara Falls recalls the fact that the 
railway has been allowed to abandon 
its Sugar Street local line because it is 
losing money. The statement adds: 


If this line of reasoning is followed out, 
how soon and how many other local lines 
will they be allowed to abandon? 

The commission refused to consider an 
increased fare on the ground that the rate 
is fixed by franchise agreement, and the 
commission has no power to act. The 
commission has agreed to consider the ques- 
tion of a raise in fares provided the City 
Council consents. 2 oh 

The question for the people of this city 
to decide is this: ‘“‘Do we want to _ insist 
upon the terms of the franchise and keep 
the 5-cent fare with the possibility of less 
lines and poor service with continued litiga- 
tion; or do we want to suspend the 5-cent 
fare part of the franchise and allow the 
Public Service Commission to look into the 
question of fares, with a view to giving 
the International Railway a rate that would 


Buses Menace Worcester’s Suburban 
Railway Lines 


Railway Finds Itself About at End of Rope in Places Where Unfair 
, Competition Has Been Fostered to the Detriment of Its Earnings —— 
| 
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be sufficient for operating expenses and la | 
fair return on its investment? | aa | 
I am your servant and ‘will do your | 
bidding. Write to the Mayor and Council- 
men. Let us have your view that we mi 
be guided by the wishes of the street car | 
riding public. 4 
The International Railway has asked 
for permission to raise its fares in > 
Niagara Falls from 5 cents to 7 
cents, with four tokens for 25 cents, | 
This is the same rate charged by the 
company in the city of Buffalo. | 
Mr. Shipston has been receiving let- | 
ters of commendation for his series of | 
advertisements asking the car riders 
for their views on the subject. It is | 
generally believed the Council will vote | 
to modify the 5-cent fare clause in the — 
railway’s franchise and the commission | 
will thus be enabled to investigate con- — 
ditions and consent to a rate increase. 


{ 
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—Suspensions Appear to Be Inevitable 


ICENSE boards and boards of select- 
men in Worcester and vicinity, 
flooded with petitions for bus permits, 
have found in nearly every instance an 
overwhelming sentiment for motor 
transportation even in the face of state- 
ments by railway officials that the oper- 
ation of jitneys would cut into profits 
to such an extent that the trolleys 
would be forced to suspend service. 

In practically every instance, how- 
ever, the statements made in its own 
behalf by the railway have been inter- 
preted as an ultimatum that if the 
townspeople permitted bus competition 
the trolley service would be discon- 
tinued. Despite the contentions of trol- 
ley officials, sentiment at the town meet- 
ings held in several places has revealed 
the real depth of the feeling engendered 
by the communications. 

The most significant expression re- 
cently has been in Leicester, a suburban 
community about 5 miles from Wor- 
cester city hall. One of the main city 
lines of the Worcester Consolidated 
Street Railway runs to the Leicester 
line and is not affected by any decision 
that the trolley officials may make re- 
garding the future of the so-called 
Spencer and Leicester line. Leicester 
is served from the city line by the same 
cars that serve Spencer, a community 
of about the same size 12 miles from 
Worcester. 

There are buses to Spencer and there 
is no question but that they have in- 
terfered to no small extent with profits 
of the trolley line. A year or so ago 
the Consolidated equipped. the Spencer 
and Leicester line with one-man cars. 
There was no opposition to this move, 
but it has been noticeable since then 
that the bus patronage over this route 
has been on the increase. 

Selectmen of Leicester were informed 
recently by the railway that the line 
would be discontinued unless the earn- 
ings increased. Immediately the im- 
pression spread that an effort was to 
be made to fight the bus by having the 
Selectmen refuse permits for operation 


no representative. 


of such conveyances. The Selectmen — 
put the matter to a test vote in town 
meeting and Leicester registered itself 
almost unanimously in favor of con- 
tinuing the bus lines to Worcester. 
Henry C. Page, general manager of 
the Worcester Consolidated, says the 
vote does not finally settle the question 
whether the trolley service on the 
Spencer-Leicester line will be aban- 
coned. He indicates, however, a strong 
probability that if the buses continue 
the trolley service will be discontinued. 
Before any definite decision is reached 
the Selectmen of Leicester must take 
formal action. If they carry out the 
wishes of the townspeople—and there 
is no reason to believe they will not— 
then the Consolidated directors will 
determine the future policy with re- 


spect to the trolley line. Mr. Page said: 


The company has made no threat. My 
letter to the Selectmen simply said that the 
Consolidated could not continue to operate 
its cars in Leicester and Spencer unless 
more money was forthcoming from passen-. 
gers carried and that it was our opinion 
that this could not be while both buses and 
trolleys were doing business. Our cars on 
that line are now operating at a loss. 
Therefore if the Selectmen vote to permit 
the buses to continue I have no doubt our 
directors will decide to discontinue the run- 
ning of cars in the two towns. 


The Selectmen of Leicester gave the 
railway an opportunity to be heard at_ 
the town meeting but the company sent 


Ex - Mayor Perey 
Wheeler of Gloucester, where the rail- 


way quit and where local service is 


being given entirely by bus, explained 
the situation there. 

The state of affairs at Leicester is 
typical of the general situation in 
Worcester and vicinity. Auburn, an- 
other suburban community about 5 
miles from the city hall, asked to de- 
cide on operation of bus lines, voiced its’ 
approval of the buses. Three applica- 
tions for bus licenses had been received - 
by the Selectmen. Justly or unjustly, 
Auburn people denounced the Consol- 
idated, its service, its fares and other 
features. It was charged that the traffi 
was not handled properly by the rail 
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ay in that it virtually made the 
uburn line a sidetrack. 

The one exception has been in Oxford 
here the commuters have expressed 
decided opinion in favor of trolleys. 
even hundred attended the town meet- 
ig during the week ended Aug. 4 when 
rguments were heard for and against 
ranting bus permits to Lawrence 
Tiley and Ralph Davis. There were 
13 in opposition to buses and 150 in 
avor. The victory here for the Con- 
jlidated is regarded as important. 
xford is the key to the situation in 
1e south end of the county, for, with- 
ut permits in that town, buses cannot 
a to Worcester from Southbridge and 
Vebster, large communities 15 miles 
way from Worcester. Oxford was 
uick to appreciate that economic con- 
itions made it impossible for both 
he railway and the buses to continue 
nd it chose the trolleys. 


FITCHBURG BUSES RESTRAINED 


The City Council of Fitchburg has 
ranted licenses to Charles A. Benedict, 
‘itchburg, and the De Luxe Company, 
Vorcester, to run buses between Wor- 
ester and Fitchburg. This action has 
losed a controversy extending over 

month. The restrictions imposed 
aake it necessary for the buses to 
perate on a non-stop basis between 
‘itehburg and Worcester. The fare, it 
; expected, will be slightly in excess of 
he trolley fare, which is 72 cents. The 
Vorcester and Fitchburg has been one 
f the principal suburban lines of the 
onsolidated for years. Cars are oper- 
ted on an hourly schedule. Fitchburg 
s 25 miles from Worcester. 


After the Worcester to Fitchburg 


uses had operated for several days 
hey were ordered to stop on the ground 
hey had not been licensed by the City 
Jouncil. 

The operation of the Worcester & 
‘itchburg line will not affect Leo- 
ainster, another city served by the same 
ars, because of the non-stop clause. 
seominster offers local bus competition 
© the trolley only on a line within the 
ity limits. This route, operated to 
he plant of the Viscoloid Company, 
arries its heaviest traffic in factory 
smployees, but enjoys excellent patron- 
ige at all times of the day. 


Conference on Traffic Problem 
Scheduled in Fort Wayne 


The Indiana Service Corporation, 
Port Wayne, Ind., will open a series of 
sonferences in Fort Wayne in which 
the “Nickel Plate” railway and local 
ity officials will be asked to take part 
in the hope that a solution may be 
found for the increasingly difficult 
traffic conditions in the heart of the 
business district. Plans are already 
under way whereby the “Nickel Plate” 
road will elevate many of its grade 
crossing tracks within the city limits. 

Robert M. Feustel, president of the 
railway, has recommended that a land 
grant under the railway lines may be 
made at a point near the present inter- 
ur! terminal in the downtown dis- 
trict and a special street railway sub- 
way built there for the passage of the 

ban and city cars. This project 
will be brought before the “conference. 


Competition in St. Louis 


United Railways Plans to Enter Bus 
Field at Once in Competition with 
People’s Company 


A threat of competitive bus service 
to be operated by interests affiliated 
with the United Railways unless the 
People’s Motorbus Company, St. Louis, 
accepts a plan for interchange of trans- 
fers from bus to street cars was made 
by Col. Albert T.. Perkins, general 
manager for Receiver Rolla Wells of 
the railway, on July 28, at a public 
hearing before the Board of Public 
Service of St. Louis. The occasion 
was the hearing on the application of 
the bus company for permits to operate 
seven additional lines in jvarious sec- 
tions of the city. 

Colonel Perkins opposed granting per- 
mits for main line bus routes that would 
parallel lines of the railway. He sug- 
gested supplemental bus lines and in- 
dicated the intention to form a rival 
bus line unless the People’s Motorbus 
Company saw fit to co-operate with the 
railway by accepting permits for only 
such bus lines as would be supplemental 
to the street cars and enter into a plan 
for exchange of transfers, the Board of 
Public Service to prorate the 10-cent 
fare to be charged between the bus and 
the railway. Mr. Perkins favored per- 
mits being granted to the People’s Mo- 
torbus Company to allow it to put in a 
line that would operate in the Linden- 
wood and Gratiot districts from the end 
of the Tower Grove line of the United 
Railways at Woods and Arsenal Streets. 

Officials of the bus company later 
rejected the railway proposal as “eco- 
nomically impracticable.” John A. 
Ritchie, president of the Omnibus Com- 
pany of America, which has a minority 
interest in the St. Louis system, said he 
would never consent to an arrangement 
such as Mr. Perkins suggested as it 
would take all of the profits out of 
bus operation. 


OPPOSITION COMPANY FORMED 


The threat of interests connected 
with the United Railways to start bus 
service to compete with the People’s 
Motorbus Company took definite shape 
on Aug. 4, when Secretary of State 
Becker at Jefferson City, Mo., issued a 
charter to the Motor Coach Company 
of St. Louis. The incorporators are: 
A. L. Shapleigh, Lawson M. Watts, 
Sam W. Greenland, Thomas Stanton 
and Stanley Clarke. They constitute 
the board of directors. -Mr. Shapleigh 
is president of the United Railways 
and a member of the reorganization 
committee. Mr. Watts is assistant 
vice-president of the First National 
Bank, St. Louis. Messrs. Greenland, 
Stanton and Clarke are connected with 
Newman, Saunders & Company, who 
are assisting in the reorganization. 

“It will be necessary for Receiver 
Rolla Wells to obtain permission from 
the United States District Court to 
enter into a contract with the new bus 
company for interchange of transfers. 
The plan must also be approved by the 
Missouri Public Service Commission 
before it can be put into effect. 

Mr. Greenland, operating expert for 
the reorganization committee, said no 
decision had been reached as to routes, 


but that an application for permits 
would be filed with the Board of Public 
Service when a survey reveals where 
supplemental bus service is needed. 
Richard W. Meade, president and 
general manager of the bus company, 


characterized the supplemental bus 
plan as “twenty years behind the 
times.” He said: 


We intend to give the people of Linden- 
wood and the other outlying sections the 
kind of service they want, a direct route 
to the business district of St. Louis without 
transferring and for a fare of 10 cents that 
will insure a seat for every patron. The 
United Railways Company has not fright- 
ened us a bit. Its proposal is a thing of 
the past. 


One-Man Cars Operate in 
Hartford Temporarily 


The Connecticut Company continued 
to operate one-man cars in Hartford 
on July 15, although a resolution of the 
Common Council, passed on Jan. 14, 
revoking the permission previously 
given to operate this type of car was 
to take effect on that particular date. 
Summary action against the company 
was delayed: and on July 21 a resolu- 
tion was passed giving the company 
permission to continue with one-man 
cars until it received a month’s notice 
to discontinue that type of service. The 
permission was granted pending a de- 
cision by the courts in reference to an 
action instituted by the city against 
the company for the payment to the 
city of 2 per cent of the gross fares 
collected from the local lines in the 
calendar year 1923. Prior to the end 
of the six months period of one-man 
operation the company petitioned the 
Public Utilities Commission for per- 
mission to operate one-man cars any- 
where in the state. A decision has not 
yet been handed down. The position of 
the company is that a state law gives 
the Public Utility Commission power 
over these matters so that the Common 
Council of Hartford or any other city 
really has no right to decide whether 
the company shall operate one-man or 
two-man cars. 


Interurban Starts Bus Service 


Three Fageol six-cylinder, twenty-six 
passenger, parlor car type buses have 
been placed in service on the Kansas 
City-Excelsior Springs highway by the 
Kansas City, Clay County & St. Joseph 
Railway as a step toward supplement- 
ing its interurban railway with motor 
coach service. The three buses are 
being used between Excelsior Springs 
and Kansas City and will be followed 
by others as soon as operating require- 
ments necessitate. Thus travel on a 
two-hour schedule, leaving the ter- 
minals at fifteen minutes after the even 
hours from 8:15 a.m., until 8:15 p.m. 
The railway plans to operate its buses 
from the start as methodically and 
safely as it does its interurban cars. 

Miss Liberty, Miss Excelsior and Miss 
Clay are the names given to the three 
vehicles. Many new and unusual fea- 
tures are incorporated in their construc- 
tion. The seats are of the individual 
air cushion type and are so arranged 
that the isle is in the center. Passen- 
gers enter at a single door in the front, 


controlled by the driver. The body of 
the bus is painted a light blue with 
black and white trimmings. The gen- 
eral appearance and attractiveness of 
the coaches created considerable com- 
ment among the people along the route 
when the first runs were made. 


Many Hurt in Brooklyn Accident 


One person was killed and about 
forty others were injured when a train 
composed of wooden cars crashed into 
a train made up of steel cars on the 
evening of Aug. 5 at the Ocean Park- 
way elevated station of the Brooklyn- 
Manhattan Transit Corporation. G. M. 
Dahl, chairman of the executive com- 
mittee of the company, made a state- 
ment in which he said: 

The unfortunate accident was clearly 
caused by the motorman. He had been 
in the employ of the company for about 
thirteen years and for the last eight years 
has been a motorman. His record has 
been good. Apparently, he became so 
thoroughly confused at the imminence of 
an accident that he lost control of his 
faculiies and failed to apply emergency 
measures. 


George McAneny, chairman of the 
Transit Commission, said: 


The commission realizes how deplorable 
accidents such as these are and how the 
circumstances surrounding them are apt 
to become matters of political or personal 
controversy. Because it has a full appre- 
ciation of these facts, it is not inclined to 
render hasty opinions. 

Major Philip Mathews, chief executive 
officer of the commission, with an ade- 
quate force of inspectors, was promptly at 
the scene of the accident and secured all 
available data. His full report, will, in 
the usual course, be made public. 


Railway Has Approximately 250 
Out of 400 Newark Buses 


The Public Service Corporation of 
New Jersey, through its subsidiaries, 
is now the largest single operator of 
buses in the Newark territory. There 
are more than 400 buses in use in 
Newark, but the Public Service has 
acquired title to all but approximately 
150 of them. On most of the lines in 
and out of Newark it controls a ma- 
jority of the buses. It stands ready to 
purchase the remaining buses on lines 
where it is already represented and to 
this end has announced that it will 
treat with the bus associations rather 
than individual owners, if desired. 

The announced purpose is to continue 
the co-ordination of street car and bus 
service whether or not all of the buses 
on any line come under Public Service 
ownership. On lines where more buses 
than are now operated by the company 


are required to permit the kind of serv-- 


ice the public has the right to demand, 
application will be made for sufficient 
permits to bring the service up to the 
required standard in the public interest. 
Matthew R. Boylan, vice-president and 
general manager of the Public Service 
Transportation Company, the operating 
subsidiary for the railway’s bus lines, 
said: 

In the new buses now operated and in 
our orders for additional latest type 
vehicles, as well as as in the operation of 
such buses as we now control, we have 
given evidence of our intention to supply the 
people of this section a co-ordinated service 
of.cars and buses that will be a distinct 
improvement over anything of the kind that 
has been before provided, and I am confi- 


dent that we shall get the co-o i 
the public to that end. gos rene: 


ELECTRIC 


Unprofitable Lines in Missouri 
to Increase Fares 


As the result of a group of citizens 
voluntarily offering to assume the bur- 
den of an increased fare, the Southwest 
Missouri Railroad, Webb City, Mo., 
may not abandon its railway service 
over its Alba and Duenweg lines. A 
recent conference, at which were pres- 
ent railroad officials and interested 
residents of towns, resulted in an agree- 
ment for a continuance of a hearing 
that was in progress on the company’s 
application to the Public Service Com- 
mission to abandon the above-mentioned 
lines. 

It was suggested that the rate on the 
Alba line be increased instead of sus- 
pending service. Under the plan the 
railroad agreed to maintain service be- 
tween Joplin and Duenweg on the Duen- 
weg line for sixty days, and to give 
service over the Alba line a sixty-day 
trial, the latter under a rate increase 
from 15 cents to 25 cents. This was 
decided with the understanding that no 
objections would be made to the aban- 
donment of the line, at once, north of 
Duenweg to Prosperity Junction, a dis- 
tance of 6 miles, or to the present rate 
of fare. At the end of the sixty-day 
period the company will check up and 
decide whether it can continue to oper- 
ate the two lines without a loss. 

The agreement of the railroad offi- 
cials to the Alba line matter carried a 
provision that the co-operation of Webb 
City be sought in making the sixty- 
day experiment at the new rate. The 
fare from Webb City to Alba has been 
15 cents with three fare zones. The 
new fare will be 25 cents with five fare 
zones. The railroad will reserve its 
right to resume its hearing to abandon 
service over the two lines at the end 
of the sixty-day period, if the line still 
shows a loss. 

Loss of revenue was the reason for 
the desire of the company to suspend 
service. Citizens of the towns affected, 
however, made pleas for “some sort of 
service,’ even if it had to be reduced 
service. 


upon the need of the lines by workmen, 
particularly men engaged in various 
mining operations, as well as by the 
school children who reside in the rural 
districts. 


Fare Protest Filed Mayor Kendrick 
on Aug. 5 signed and sent to the Public 
Service Commission the city of Phila- 
delphia’s formal protest against the 
fare increase sought by the Philadelphia 
Rapid Transit Company. The company 
is seeking a change from the present 
rate of 7 cents cash, 64-cent ticket 
rate to an 8-cent cash or two tickets 
for 15 cents. The city claims in its 
protest that the present rates are suf- 
ficient to provide revenue for all 
reasonable needs and enable the com- 
pany successfully to issue the neces- 
sary securities. The proposed rate is 
said to be “excessive; unjust and 
unreasonable” and would result in an 
“unsuitable and unreasonable classifica- 
tion” of the company’s service, patrons 
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' Railway service will be resumed in 


Their testimony was based. 


general committee is investigating 
transit situation in Philadelphia © 
determine whether the company i 
justified in seeking the advanced rate. 


Employees Get Increase.—At a met 
ing of the directors of the Wheeli 
Traction Company, Wheeling, W. Va.) 
held recently, a measure was adopte 
awarding employees an increase it 
wages of 2 cents an hour. The preseni 
scale of 55 cents will therefore be in 
creased to 57 cents an hour. The in: 
crease will affect about 500 employees 
of the Wheeling Traction Company, the 
City Railway and the Wheeling Public 
Service Company. It has not been an 
nounced definitely just when the in: 


crease will become effective. | 
Railway Service to Be Resumed.— 


Iowa City, Iowa, according to Presi. 
dent Schulze of the Mississippi Valle 
Electric Company. He declares that the 
track which had been torn up has been 
relaid and everything is in readiness 
Bus service was substituted early in 
June in the northeast quarter of lowa 
City. The matter caused one of th 
hottest municipal fights that local sec- 
tions have seen in some years. Th 

company started bus service when new 
paving was to be done, declaring that 
the assessments to be made against 
it for the new paving would be con- 
fiscatory. The officials maintained that) 
under their contract they could give 
either gasoline or electric service. The 
citizens, however, objected to the buses, 
as less accommodating than the cars 
and the Council objected to the damage’ 
to the pavement that the heavy bus 

would entail. A compromise was 
effected whereby the company agreed 
to resume the service and the Council 
decided to lower the taxes of the trac- 
tion company. : 


Chicago’s Growth and the Railway.— 
The close relations between land values’ 
and transportation is explained in an ar- 
ticle in the Chicago Realtor for July, 
by Henry A. Blair, president of the’ 
Chicago Surface Lines. Mr. Blair’s 
article is the second of a series a 
transportation and its relation to and 
effect upon real estate development and 
value that has appeared in that maga- 
zine, which is devoted to the building 
and real estate interests of Chicago: 
especially and the State of Illinois gen- 
erally. He states that the practice of 
receiving contributions of property 
owners toward the cost of street car 
extension had become more or less com- 
mon since the day several years ago 
when property owners in a residence 
section of Cleveland, called State Road, 
agreed to pay $1.50 a front foot to 
finance the extension of railway service 
out to this section. The plan, in Mr, 
Blair’s opinion, has proved profitable 
to the property owners. The article 
gives in detail the growth of Chicago 
in relation to the growth of its street 
car system, stating that the railway 
system always has been ahead of the 
city’s expansion, as “growth in pop- 
ulation follows the extension of trans- 
portation.” Speaking of the adequa 
service which the surface lines were 
striving to provide, he said that t 
time had come when something had to 
be done toward a solution of the tr: 
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problem if the city was to continue to 
expand and increase in population. The 
Chicago Surface Lines were ready, he 
said, at any time to participate in any 
movement which would result in im- 
provement. / 

- Bus Application Denied.—Public con- 
venience and necessity, according to a 
decision handed down by the California 
Railroad Commission, do not require the 
operation by the Crown Stage Lines 
of auto service between Huntington 
Beach and Long Beach, nor the opera- 
tion of through stages between River- 
side and Long Beach via Huntington 
Beach and via Westminster. The com- 
mission, therefore, denied the applica- 
tion of the Crown Stage Lines for 
certificates under which to establish 
the services. The Pacific Electric Rail- 
way opposed the application of the 
Crown Lines. It is directed to estab- 
lish through rail service between Hun- 
tington Beach and Long Beach via 
Seal Beach within sixty days. 

Employees Must Be Taught.—As a 
result of a recent accident on the lines 
of the Union Traction Company of 
Indiana, Anderson, Ind., officials of the 
company have been ordered by the 
Public Service Commission to institute 
a school of instruction for all em- 
ployees in train service. The classes 
must be continued regularly until all 
employees are properly instructed in 
the application of safety rules. In the 
report on which the order was based, 
the commission held the company en- 
tirely responsible for an accident which 
oecurred at a siding, 7 miles east of 
Indianapolis, on June 12, when a pas- 
senger train slid down a grade and 
crashed into a freight car, causing the 
injury of three people. 

Injunction Obtained Against Prevent- 
ing Higher Fare—Judge Wade has 
granted a temporary injunction sought 
by the Omaha & Council Bluffs Street 
Railway to restrain the city from pre- 
venting the company raising its fare to 
7 cents in Council Bluffs, Ia. The com- 
pany will be required to file a $100,000 
bond pending hearing on a permanent 
injunction. Counsel for the city said 
the case would be appealed to the United 
States District Court of Appeals. The 
company is losing $1,000 a day on its 
Bluffs lines, Emmet Tinley, counsel 
for the company, declared in federal 
court when hearing was begun on the 
company’s fight for higher fares. This 
loss, he asserted, was estimated on 
the company’s claim to a7 per cent 
return on property in Council Bluffs. 

Opposes Bus Franchise Extension.— 
The Charleston Interurban Railroad, 
Charleston, W. Va., is understood to be 
opposed to letting the buses of the 
Midland Trail Motor Transit Company 
into Charleston as a parallel and com- 
peting transportation line. A hearing 
was held recently by F. O.. Sanders, 
supervisor of motor bus traffic, on the 
Midland Trail Motor Transit Com- 
pany’s application, for an extension of 
its franchise. The company operates 
between Huntington and St. Albans to 
4 connection with the interurban rail- 
road cars between Charleston and St. 
Albans. If the bus line is given an 
sxtension its buses will come in over 
he South Charleston Bridge alongside 
of the interurban cars. 
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Foreign News 


Paris Starts Its Second Electric 
Suburban Line 


Another section of electrified subur- 
ban service has been opened in Paris 
on that part of the State Railway run- 
ning from the Paris Saint Lazare sta- 
tion to Bois-Colombes and Becon-les- 
Bruyeres, a distance of 9 miles. There 
will be forty-nine trains a day in each 
direction, the service running over the 
regular rails of the main line steam 
railway. it 

It is expected that the line will be 
extended next year to Saint Germain 
and Saint Cloud and in 1926 the inter- 
urban exterior section will be opened 
between Saint Cloud and Versailles and 
Marly. In 1927 the Bois-Colombes elec- 
tric trains will be prolonged to Argen- 
teuil and a link which will connect with 
the present electrified line of the State 
Railway running from the Paris Gare 
des Invalides to Versailles. The whole 
electrification scheme is to be completed 
in four years. 


Sydney Has Record Traffic 


Sydney, New South Wales, has about 
1,000,000 inhabitants, 251 miles of 
track and 1,417 cars in active service, 
and during the last Easter holidays 
broke all records for passengers car- 
ried. Factors which contributed greatly 
to the riding were the holding of races 
for four days, a large agricultural 
show, which was in session for nine 
days, and a visit from the British Royai 
Naval Squadron. The number of pas- 
sengers carried for the two Haster 
weeks was 13,513,226. This period in- 
cluded two Sundays, Good Friday and 
Easter Monday, though the last was 
wet. The number of passengers car- 
ried was approximately 40,000 in excess 
of last year. The revenue obtained was 
£145,746, or about £4,000 in excess of 
the revenue for the corresponding 
period in 1923. There was no serious 
accident. The heaviest traffic on any 
one day during the period was approxi- 
mately 1,500,000 passengers. The num- 
ber of passengers carried to the 
Agricultural Show during its nine-day 
session was 633,628, and to the race- 
course during the four days of racing, 
244,687. 

A description of the Sydney tramway 
system, with plan of the routes and 
views of the agricultural fairgrounds 
and racecourse, was published in the 
issue of this paper for Jan. 13, 1923. 


Speeding Up in West London- 


The London United Tramways are 
carrying out extensive improvements 
to the tramcars operating in West 
London. Seventy cars have been 
equipped with new high-speed motors 
and magnetic brakes. A further forty 
ears are now being similarly recondi- 
tioned. The cars are now running 
upon the Shepherd’s Bush, Hanwell and 
Hounslow routes and the new motors 
are daily effecting a very considerable 


reduction in the trip time. For example, 
the trip from Hanwell to Shepherd’s 
Bush has been cut from thirty-five 
minutes to twenty-eight minutes and 
that from Hounslow to Shepherd’s 
Bush has been cut from forty-seven 
minutes to forty-one minutes. 


The London Underground 
Extensions 


The placing of contracts for the con- 
struction and extension of the City & 
South London Railway from Clapham 
to Morden and for the extension of the 
Charing Cross & Hampstead Railway 
from Charing Cross, linking up with 
the City & South London line at Ken- 
nington, marks the commencement of 
two of the biggest schemes which ap- 
pear on the London underground com- 
panies’ list of new works. It is ex- 
pected that trains will be running be- 
tween Clapham Common and Morden 
in December, 1925. 

Work on the Morden line is now in 
full swing day and night. Vertical 
service shafts 50 to 60 ft. deep have 
been sunk at all station sites and the 
rotary excavators will immediately be 
in position. 

The extension of the Hampstead line 
beyond Hendon to Colindale, Burnt Oak 
and Edgware is now rapidly approach- 
ing completion and it is hoped to open 
this line in July. 

The southern section of the City & 
South London Railway between Moor- 
gate and Clapham Common will also 
reopen for traffic in October, 1924. 


Glasgow Tramway Manager’s Salary. 
—At a meeting of Glasgow Town 
Council, on June 16, the salary of James 
Dalrymple, the tramway manager, was 
increased from £1,500 to £1,750. The 
increase was opposed by the Socialists 
and some other councilors. 

Trackless Trolleys in Wigan, Eng- 
land.—Wigan Town Council has ap- 
proved the proposal of the tramway 
committee to install a trackless trolley 
system on a portion of the route where 
the tramway track is in need of recon- 
struction. This will mean a saving of 
approximately £15,317, the estimate for 
the trackless trolley construction being 
£10,805. 

British Electric Traction Company 
Reports.—For last year the gross 
profits of the British Electric Traction 
Company, holding company for a num- 
ber of properties in the British Isles, 
wer £278,666, as compared with £263,- 
824, and the net profits £152,359, 
against £134,740. The dividend on the 
ordinary shares was raised to 6 per 
cent, as compared with 5 per cent last 
year, and the amount added to the un- 
divided profits account is £30,019, mak- 
ing the total amount to the credit of 
undivided profits £245,381, while the re- 
serve account stands at £520,000. The 
company’s investments during the year 
were increased by £313,164, the yield 
from them representing 5.62 per cent. 
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Employees Take 10,609 
Shares 


Short Campaign for Stock Ownership 
Among Brooklyn Employees 
Proves Very Successful 


Employees of the Brooklyn-Manhat- 
tan Transit Corporation to the number 
of 10,609 subscribed for a total of 20,235 
shares of B.-M.T. preferred stock under 
the employees’ stock ownership offer. 
Announcement of the sale was made 
on July 16. Subscriptions closed July 
26. This represents an oversubscrip- 
tion of approximately 35 per cent, as 
only 15,000 shares were offered to the 
employees. Of the 15,000 employees 
in the transit system, some 13,167 were 
eligible to purchase stock. Final fig- 
ures in the stock sale were made pub- 
lic on Aug. 2. 

Because of the large oversubscrip- 
tion of shares, it was impossible to 
allot more than three shares to any 
subscriber. Applications were received 
from approximately 350 employees for 
the maximum of ten shares, but most 
subscriptions were for one or two 
shares, some 9,000 applications for 
11,500 shares in one or two share lots 
being received. 

Subscriptions were received from 
4,091 motormen, conductors and other 
employees of the surface lines and from 
2,963 employees of the subway and 
“L” lines, for a total of 13,310 shares. 
This makes a total of 7,053 employees 
in contact with the public who are 
stockholders in the company. 

The B-M.T. offered to sell to its em- 
ployees 15,000 shares of its preferred 
stock carrying dividends at the rate of 
$6 per share per annum. The stock 
was offered on terms which make the 
final net cost approximately $60 per 
share to employees who retain owner- 
ship for two years after final payment. 
It should be mentioned that the stock 
that was offered was acquired by the 
company in the open market for the 
express purpose of tendering it to the 
employees. 

The stock was offered on the partial 
payment plan and the employees have 
the right to cancel their subscriptions 
at any time before the final payment 
is made. In such cases the company 
will return all payments made by em- 
ployees: together with interest at the 
rate of 5 per cent per annum on such 
payments. The company reserves the 
right to cancel subscriptions of em- 
ployees who leave the service before 
completing final payment for the stock. 
In view of the large oversubscription 
for the stock, any shares available be- 
cause of cancellations by employees in 
the service or those leaving the service 
will be distributed among employee- 
subscribers who were not able to obtain 
the full number of shares they desired 
at the first allotment. 

The B.-M.T. management in its notice 
of acceptance sent to employee-sub- 
scribers expresses its appreciation of 
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the interest and co-operation shown by 
them and for the enthusiastic response 
which resulted in such a large over- 
subscription. 


Public Service Railway Makes 
Good Showing 


The June earnings report of the 
Public Service Railway, Newark, N. J., 
shows that the company, which has 
paid no dividend to the controlling com- 
pany since 1917, has made a remark- 
able recovery since the 1923 strike. 
Gross earnings in June were $2,401,098. 
Moreover, monthly net earnings have 
shown substantial increases. Net in- 
come in June was $446,211, more than 
sufficient to cover all interest and 
amortization charges, which totaled 
$431,652. In February of this year the 
net income was only $309,717, while 
interest charges exceeded $457,000. In 
August, 1923, the net deficit approxi- 
mated $227,400 and interest charges 
were $470,000. A commentator on the 
affairs of the company says it is ex- 
pected that further co-ordination of bus 
and railway lines and extension of the 
5-cent zone system will increase earn- 
ings for the last half of the year. 


Service Suspended in Port Huron 


The City Electric Railway, a subsid- 
iary of the Detroit United Railway, 
has discontinued operation in Port 
Huron, Mich., and the city commission 
has advised the railway if service is not 
restored promptly the city would take 
steps to terminate the franchise. Serv- 
ice was suspended following disagree- 
ment between the railway and the city 
authorities on the question of the use 
of oné-man cars, operation of which is 
prohibited on city streets. Meanwhile 
transportation is provided by buses. 


Foreclosure Appears to Be Ahead 
Soon in Kansas City — 


Progress has been made recently to- 
ward the adjustment of the difficulties 
of the Kansas City Railways, which has 
been in the hands of a receiver during 
the past four years. In fact a state- 
ment issued by the protective commit- 
tee representing the holders of the first 
mortgage bonds indicates that steps 
have been taken to advance foreclosure 
proceedings. 

Numerous questions were raised this 
spring regarding the status of certain 
mortgage bonds. The issues were tried 
in April. Judge Stone has now re- 
turned a decision affirming the validity 
of the indenture under which the bonds 
are secured. 

The statement of the committee in- 
cluded a financial report of the affairs 
of the road during the past several 
years. The achievements of the man- 
‘agement were reviewed at length in an 
article in the issue of the ELECTRIC 
RAILWAY JOURNAL for May 24, page 807. 
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limit for each are allowed, superseding 


Indianapolis Case Reviewed | 


Fare Increase Appeal Allowed on Basis | 
of Evidence Presented Showing __ 
Need for More Revenue a 


Some very interesting facts in re-| 
gard to the operation of the Indian- 
apolis Street Railway, Indianapolis, |) 
Ind., were presented at the recent hear- 
ings before the Public Service Com- 
mission on the plea of the company for 
an increase in fare. In this case the 
decision of the commission was unani- |) 
mous. It will be recalled that the fare 
was raised as asked to 7 cents cash, 
four tickets for a quarter, with a 1-cent 
transfer charge. The basic owl car. 
fare of 10 cents is to remain. Double 
transfers with a twenty-minute time 


the present single transfer rule. More- || 
over, the company is ordered to extend |) 
its service to Broad Ripple by Sept. 1, | 
under penalty of going back to the || 
former rates if the provision for the 
extension is not met. Revenues for 
each month in excess of those for the 
corresponding month of 1923, after the | 
order. becomes effective, are to be } 
placed in a special fund, this fund to } 
be used solely for depreciation, al- 
though the company is allowed to bor- 
row from 75 per cent of it at 4 per 
cent interest for capital expenditures, | 
by giving notes for the amounts. The > 
company is also ordered to submit | 
monthly financial statements to the | 
commission. The city authorities had — 
asked the company for bi-monthly | 
financial reports. i 
There has been constant agitation 

for the Broad Ripple extension, par- : 
ticularly since the suburb was annexed — 
to the city about a year ago. The — 
Union Traction Company of Indiana — 
has heretofore been supplying the sery- 
ice to Broad Ripple, operating city-type _ 
cars over the 9-mile run. The route 
from the downtown district of Indian-_ 
apolis is over the tracks of the Indian- 

apolis Street Railway to the present 


terminus of city service at Forty-sixth 


Street, thence over the Kokomo divi- 
sion of the Union Traction to Broad 
Ripple, where the suburban cars leave 
the main line and run for a short dis- 
tance to the terminal at the Broad Rip- 
ple Amusement Park.. The line is 
divided into two zones with a 5-cent~ 
charge for each zone. Ten two-zone 
tickets are sold for 75 cents. The 
Union Traction Company has recentiy 
filed a petition with the Public Service — 
Commission asking to raise the fare 
inside the zone in which city cars oper-_ 
ate to 7 cents. Robert I. Todd, presi- 
dent of the Indianapolis Street Rail- 
way, has announced that negotiations 
are in progress looking forward either 
to the lease or purchase of the Union 
Traction Company’s tracks and equip 
ment to Broad Ripple, or the consum-— 
mation of some satisfactory operating 
agreement. 

The necessity for rerouting has been 
one of the main issues of the fare 
question and a _ citizens’ rerouting 
committee was appointed by city au- 
thorities. The Public Service Com- 
mission in its order also announced its 
intention of issuing a supplemental 
order covering rerouting later on. One 
change, the combination of two routes, 


i 
as already been effected. The Pndeney 
ee on practically all sides, is to agree 

hat the company operating officials 
e best informed on the details of the 
ee ct, and therefore best equipped 
lan constructive rerouting changes. 
he commission and the city officials 
re now co-operating -with the com- 
any to that end. 
A number of interesting exhibits 
ere introduced by the company show- 
ig the inadequacy of the present fare. 
mong them was the following table 
10Wing various revenue comparisons 
x the first three months of 1923 and 
924: 


REVENUE PASSENGERS 


Increase 
or 
1924 1923 Decrease 
nuary 7,891,388 8,039,414 148,026* 
-bruary 7,523,475 7,280,484 242,991 
arch 8,076,233 8,465,504 389,271* 
Totals - 23,491,096 23,785,402 294,306* 
i PASSENGER REVENUE 
Increase 
or 
1924 1923 Decrease 
nu: $396,168.80 $401,937.95  $5,769.15* 
bruary 377,796.15 364,019.30 13,776.85 
arch 405,195.35 _ 423,246.03 18,050. 68* 
Totals $1,179,16".30 $1,189,203.28 $10,042, 98* 
; TRANSFERS 
Increase 
or 
1924 1923 Decrease 
nuary 1,570,817 1,652,562 81,745* 
bruary 1,501,960 1,524,490 22,530* 
arch 1,611,284 1,748,439 137,155* 
Totals 4,684,061 — 4,925.49 1 241,430* 
TRANSFER REVENUE 
: Increase 
or 
1924 1923 Decrease 
nuary $31,805.03 $33,538.54  $1,733.51* 
bruary 30,396.72 30,959. 84 563.12 
arch 32, 225.68 35,541.71 3,316.03* 
Totals $94,427.43 $100,040.09 $5,612.66* 


* Decrease of 1924 as against 1923. 


Expenditures for maintenance and 
placement of paving during 1922 and 
23 are shown in the following state- 
ent: 


1922 1923 
$8,297.77 $9,777.40 
1839.64 5,520.07 
6,447.52 7,853.68 
7,569.17 8,601.32 
10,798.52 12,775.84 
5615.22 14,531.53 
13,432.64 17,559.68 
14,339.79 24,914.27 
8,862.65 15,799.00 
12,220.00 20,546.05 
9,134.28 11,278.28 
7'743.04 11,645.10 

$113,300.25 $160,802.22 


The maintenance of paving increased $47,501.97 in 
> year 1923 over the year 1922. 


An audit made by the commission 
the company’s financial operation 
vering 1922 and 1923 showed the 
- aalo 


1922 


1923 
$5,489,200 $5,517,457 
tal operating expenses, 
neluding taxes, but no 
rovision for depreciation 4,454,228 4,471,716 
t operating revenues, . $1,034,972 $1,045,742 


———. 


The audit also showed that although 
e company was previously authorized 
Set aside 21 per cent of gross rev- 

for maintenance and deprecia- 
n, it was compelled to use $98,285 
excess of this amount for necessary 
a. during 1923. 


The company introduced an exhibit 
to show the following summary of ex- 
penditures required for maintenance 
and equipment in the next five years: 


JOA Seiatin an acti uehin dn 0! bn cA eet Cea $515,000 
[YEE Fr Sapo jolerion.G Hc) ACN oe ee Cees 510,000 
(MDs SS Agni Givbh Oo. Oo aga aCe 390,000 
PU eon cies lho ats Sic Chao nn Cen Oe ea 390,000 
LAist didnt: bitusg oo ho 5 on een Oe eee 371,150 


It was brought out by the city during 
the hearing that of eighteen street 
railways in cities of more than 200,000 
population in the United States, the 
average return per revenue passenger 
in Indianapolis is lower than that of 
any other city with the exception of 
the municipal system in San Francisco. 
It was pointed out, however, that San 
Francisco has the advantage of water 
power for the generation of electricity 


while Indianapolis has to depend on 


steam. The city’s exhibit also showed 
that the maintenance and depreciation 
figure in Indianapolis of 1.26 cents per 
revenue passenger was lower than that 
of any of the other of the seventeen 
cities with the exception of Washing- 
ton, D. C., where it is 1.22 cents. 


Fewer Passengers in St. Louis 


The United Railways, St. Louis, dur- 
ing the quarter year ended June 30 
carried 3,856,112 fewer passengers than 
for the same period in 1923, according 
to the report filed with the city on 
July 16. 

The figures submitted show that 
67,912,316 passengers were carried dur- 
ing April, May and June this year, 
while 71,768,428 were hauled during 
the corresponding period last year and 
69,066,402 in the first quarter of this 
year. 

The average number of cars operated 
during the quarter was 1,395 on week 
days, 1,286 on Saturdays and 702 on 
Sundays. Last year the average num- 


_ber of cars operated was 1,407 on week 


days, 1,818 on Saturdays and 736 on 
Sundays. 

The figures for the past quarter sup- 
port the contention made before the 
Board of Publie Service on July 15 by 
R. J. Lockwood, assistant manager for 
the United Railways, to the effect that 
travel fell off to a greater extent on 
railway lines that came in direct com- 
petition with the existing bus lines 
than it did on lines with which the 
buses do not compete. 


Rate of Return in New Orleans 
Six per Cent 


The second quarterly report of the 
New Orleans Public Service, Inc., New 
Orleans, La., embracing the months of 
April, May and June, shows a rate of 
return of only 6 per cent in all of its 
departments. The allowed rate of re- 
turn is 7.5. The contributory cause of 
this slump was the increase in the rate 
base from $55,734,535 in April, when 
the rate of return was 7.06, to $56,841,- 
707 in June, when the rate was 5.26. 
The general depression was another 
factor which contributed to the drop in 
the rate of return by reducing receipts. 

The gross corporate income of the 
railway department shrunk from $147,- 
501 in April to $116,595 in June. 

The gross corporate income for all 
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departments for the second period of 
the year decreased from $874,129 in 
1923 to $847,253 in 1924, with a rate of 
return from 6.55 in 1923 to 6.0 in 1924. 
The gross corporate income for 1923 
and 1924 is respectively $1,874,176 and 
$1,864,725, while the rate of return is 
respectively 6.81 and 6.99, showing that 
the change in the rate base is discern- 
ible in the decreased rate of return. 


Peoria Railway Wants to 
Abandon Passenger Service 


The passenger business of the Peoria 
Railway, Peoria, Ill., has been greatly 
affected by bus and private automobile 
competition, according to a petition for 
permission to discontinue the service, 
filed with the Illinois Commerce Com- 
mission. The road operates freight 
trains by steam and _ passenger 
cars by electricity. It asks to be per- 
mitted to discontinue the operation of 
the passenger cars, but wants to main- 
tain the freight service. 

The road was constructed about 
fifteen years ago, and about ten years 
ago the stock was purchased by the 
Chicago & Alton and the Chicago, Rock 
Island & Pacific, each road controlling 
50 per cent. The line is operated 
alternately each year by one road and 
then the other. 

During the past year the road has 
lost an average of $1,600 per month 
on its passenger service, its figures 
show. During the first five months of 
the present year 51,855 fewer passen- 
gers were carried than in the same 
period two years ago, and 74,509 fewer 
than in the first five months of 1921. 


Seattle Considers Purchase of 
Rainier Valley Line 


By a unanimous vote, the City Coun- 
cil of Seattle, Wash., has agreed to 
enter into negotiations with the Seattle 
& Rainier Valley Railway looking 
toward the purchase of the privately 
owned lines for operation in connection 
with the municipal system. Chairman 
E. L. Blaine of the finance committee 
and Philip Tindall of the utilities com- 
mittee have been directed by the Coun- 
cil to start negotiations immediately. 

Five years ago, shortly after the city 
purchased the railway lines from the 
Puget Sound Traction, Light & Power 
Company, the Council considered ac- 
quiring the Rainier Valley System, but 
the private company refused to consider 
any deal based on an appraisal made 
by the Council. Councilman William 
Hickman Moore, acting for the Council, 
appraised the valley lines at $765,000, 
and proposed allowing $70,000 addi- 
tional for a fill which the railway com- 
pany had made on Rainier Avenue. 
The company’s liabilities at that time, 
Mr. Moore reported, were $1,600,000. 

The Seattle & Rainier Valley Rail- 
way operates a twelve-mile line from 
Fourth Avenue and Stewart Street to 
Renton, along Fourth Avenue, Dearborn 
Street, Rainier Avenue and the shore 
of Lake Washington. The company 
also has a branch line from Rainier 
Avenue and Genesee Street to Fiftieth 
Avenue South and Hudson Street, on 
which a shuttle car is operated. The 
company serves a population estimated 
at 30,000 to 40,000. Rainier Valley 
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residents at various times have urged 
the city to purchase the lines, and have 
also requested the city to compete with 
the Rainier line by running buses on 
Empire Way and other thoroughfares. 
Car riders can obtain transfers to and 
from the Rainier Valley lines upon pay- 
ment of an 84-cent token fare, but both 
the municipal and private systems have 
tokens which are not interchangeable. 

Councilman John E. Carroll, who 
proposed the resolution providing for 
negotiations with the company, advised 
the Council that his investigations con- 
vinced him that the city could operate 
the lines profitably, and at the same 
time probably improve the service. 


Walsh Holdings in Iowa Sold 


Walsh Brothers, Davenport, Iowa, 
have negotiated the sale to George M. 
Bechtel & Company, representing the 
Southern Iowa Utilities Company, of 
electric light, power, gas and electric 
railway properties in Burlington, Morn- 
ing Sun, Wapello and the Sigourney 
group, for a consideration reported to 
be more than $4,000,000. 

The sale represented disposal of 
nearly half the Walsh Brothers’ utility 
holdings and, with the exception of the 
Tri-City Railway transfer some years 
ago, is the largest transaction of that 
nature in the history of southeastern 
Iowa. 

The Burlington electric railway sys- 
tem and the other light and power utili- 
ties there are the largest item of the 
group. The gas plants at Burlington 
and a number of small towns in that 
vicinity are counted in the transfer. 
The sale includes chiefly service lines, 
equipment and distribution systems as 
the major part of the current is now 
supplied from the Keokuk power plant. 
The Burlington Railway & Light Com- 
pany, headed by E. C. Walsh, operates 
23 miles of electric railway. 


Income Decreases. — The city of 
Detroit, Department of Street Rail- 
ways, Detroit, Mich., reports a total 
operating revenue of $1,704,780 in June, 
1924, against $1,784,039 in June, 1923. 
These figures include revenue from 
transportation of $1,661,026 and $1,694,- 
664 for the month of June, 1924 and 
1923 respectively.. Operating expenses 
decreased from $1,329,658 in June a 
year ago to $1,186,913 in June of the 
current year. The net income also 
showed a falling off from $62,139 in 
June of last year to $40,255 in June 
of the present year. Passengers carried 
totaled 41,730,246 in June, 1923, and 
35,926,799 in June of this year. 


Carhouse Property Sold—The old 
carhouse block of the Broadway & Sev- 
enth Avenue Railroad, New York City, 
bounded by Fiftieth and Fifty-first 
Streets and Sixth and Seventh Avenues, 
has been bought by Realty Associates 
and Bing & Bing, Inc. The property 
has been held at $6,500,000, but the 
actual price paid for it was not made 
public. The sale is a part of the re- 
organization of the New York Rail- 
ways. .The proceeds will go in part to 
bondholders of the Broadway & Seventh 
Avenue road and in part to the general 
fund of the new system. <A part of 
the area purchased will be offered 
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immediately for resale. On the re- 
mainder an amphitheater will be 
erected to meet the need of the sport- 
ing interests of the city. 


Purchase Report Delayed.—Fred S. 
Hunt, chairman of the street railway 
acquisition committee working on the 
proposed contract between the city of 
Milwaukee and the Milwaukee Electric 
Railway & Light Company, has stated 
that there will be no report to the 
Common Council until early in Septem- 
ber. The sale terms which are being 
negotiated at Milwaukee were sum- 
marized in the ELectric RAILWAY 
JOURNAL, issue of Aug. 2, 1924. 


Loss in Net Income.—For the six 
months period ended June 30, 1924, the 
International Railway, Buffalo, N. Y., 
reports an operating revenue of $5,134,- 
538, against $5,366,746 for a similar 
period ended June 30, 1921. Operation 
and taxes decreased from $4,885,205 
in 1921 to $4,729,757 in the period 
ended June 30 of the current year. The 
loss in the net income was further in- 
ereased. For the months from January 
to June, 1921, it was $250,114 and for 
the six months period ended June 30, 
1924, it was $357,703. Becalse of the 
strike in 1922 and its effect on the 
revenue and operating costs of the year 
1923, the calendar year 1921 is used for 
comparative purposes. 


Short Line to Discontinue. — The 
Missouri Public Service Commission 
has issued an order authorizing the 
Kansas City Power & Light Company 
to discontinue the operation of the 
railway system in Carrollton, Mo., and 
to remove the tracks. The City Coun- 
cil later passed a resolution approving 
the action of the commission. Private 
automobiles and buses have almost 
completely deprived the railway of 
patronage. The railway had been in 
existence for about twenty years. -It 
consists of only a little more than 2 
miles of track. 


Transfer Completed.—The selectmen 
of Greenfield and Montague, Mass., met 
on July 31 with D. P. Abercrombie, 
receiver for the Connecticut Valley 
Street Railway, and completed the 
transfer of ownership of the Green- 
field-Turners Falls branch to the two 
towns, under the state transportation 
area act. Of the $62,000 paid for the 
line, Greenfield pays $42,966 and Mon- 
tague $19,034. The board of trustees 
that will operate the line include 
George W. Cary, chairman; Charles F. 
Mosher, secretary; J. B. Kennedy and 
Stuart Winch. 


Seeks Partial Abandonment. — The 
Westchester Electric Railroad, connect- 
ing several cities and villages in West- 
chester County, N. Y., recently applied 


.to the Public Service Commission for 


permission to abandon a portion of its 
Gramatan Avenue route and franchises 
in Midland Avenue, Bronxville. The pe- 
tition says an agreement has been made 
with the New York, Westchester & 
Connecticut Traction Company, asso- 
ciated with the petitioner as part of 
the Third Avenue Railway system, 
whereby the other company will fur- 
nish service heretofore supplied by the 
Westchester line. The petition alleges 
that the Gramatan Avenue line has 


been operated at a loss ever since it} 
started operation about Feb. 26, 1920} 
For ten years prior to that date t S|] 
line had been operated by the West- | 
chester Street Railroad as part of its) 
through line between Mount Vernon i 
and White Plains and was taken over || 
by the Westchester Electric Railroad | 
because of the default of the other} 
company in the payment of track | 
rentals and power due under agreement. | 


Seeks to Abandon in Riverside, — | 
The Pacific Electric Railway applied to | 
the California State Railroad Commis- | 
sion on July 23 for authority to aban- | 
don the larger portion of its local rail- | 
way system in the city of Riverside | 
and to substitute three motor bus | 
routes over a portion of the area now } 
‘served by the car lines. The applica- | 
tion outlined that the railway would be | 
obliged to make many repairs and im- |) 
provements to maintain the local sys- 
tem in Riverside and that  publie }) 
patronage of the lines did not warrant | 
such expenditures. ‘yy 


May Be Sold for Junk.—It is under: | 
stood that the line of the Southeastern |) 
Ohio Railway operating between || 
Crooksville and Zanesville, Ohio, will | 
be torn up and sold for junk if the | 
Public Utilities Commission grants per- | 
mission to abandon the tracks. Officials | 
of the company say that bus lines have | 
depleted the income. No cars have 
been running since May, when the 
employees went out on strike. The 
work of dismantling part of the line 
has already been started. 


Common Dividend Increased by Fed- 
eral Company.—The Federal Light & | 
Traction Company, New York, has de- | 
clared an extra dividend of 75 cents on — 
the common stock in 6 per cent cumu- | 
lative preferred stock and the regular i 

| 


quarterly cash dividend of 1 per cent, 
both payable Oct. 1 to stock of record 
Sept. 15; also the regular quarterly 
dividend of 14 per cent on the pre- 
ferred, payable Aug. 30 to stock of 


‘record Aug. 16. 


Acquires Columbia Railway.—W. S. 
Barstow & Company have announced 
the conclusion of negotiations for the 
acquisition by the General Gas & Hlec- 
tric Corporation of the Columbia Rail- 
way, Gas & Electric Company, Colum- 
bia, S. C. The purchase carries with 
it various subsidiaries. Plans of the 
purchasers include connection of the 
two sections, which lie about 100 miles 


apart, by transmission system. 4 


Traffic Increases.—F or the fiscal year — 
ended June 30, 1924, the Municipal 
Railway of San Francisco, San 
Francisco, Cal., carried 4,000,000 more 
passengers than for a similar period a 
year ago. The receipts were increased 
by $185,000. During the 1922-23 fiscal 
year the railway carried 173,633,760 
passengers, whiie 77,736,477 were trans- 
ported during the 1923-24 year. 
Receipts for the year ended June 30 
were $3,198,924 and those for ce 
1922-23 period were $3,013,552. Total 
accidents for the year ended June 30 
were 807 or forty-six more than the 


previous twelve-month period. Car: 
miles operated during the 1922-23 


the aggregate was 8,676,611. These are 
the preliminary figures. , 


a 
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Deficit for Year—J. H. McClure, re- 
ceiver for the Indiana, Columbus & 
Hastern Traction Company, Springfield, 
Ohio, filed his report in the federal 
eourt at Toledo recently. It showed 
a deficit of $82,809 for the year ended 
June 30, last. 


Power Purchase Completed. — Pur- 
chase of the capital stock of the Sierra 
& San Francisco Power Company of 
California from the California Railway 
& Power Company, a holding concern, 
was announced on Aug. 3 by H. M. 
Byllesby & Company. Ownership or 
control of the holding company, or of 
the Market Street Railway, of San 
Francisco, were not included in the 
transaction. 


‘Cut in Service Necessary.—The York 
Utilities Company, Sanford, Me., has 
announced reductions in service and 
personnel because of exceedingly poor 


business. General Manager Dow says 
that due to the competition of the auto- 
mobile and generally poor business con- 
ditions the financial standing of this 
property has reached a crisis. The in- 
come is no longer sufficient to meet 
operating expenses and reductions in 
the operating force and payroll have 
become necessary. Between Sanford 
and Biddeford cars will’ operate every 
two hours instead of hourly as here- 
tofore. Temporarily twenty men were 
laid off and wages of the employees 
retained have been cut 10 per cent. 
Mr. Dow says that he trusts the con- 
dition is only temporary and that busi- 
ness will improve speedily. 

Patronage Falls Off—The report of 
the Calgary Municipal Railway,” Cal- 
gary, Alberta, for the first six months 
of this year shows a falling off in 
patronage of 300,000, compared with 
the Sia period last year. 


Book Bae 
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parts, the first of which, ‘‘More Riders 


Electric Railway Practices in 1923 


As Revealed in Presentations Made 
Aug. 15, 1923, to the Charles A. Coffin 
Foundation by’ Nearly a Score of Electric 
Railways. Edited by Henry H. Norris for 
the Foundation. Published by the Ameri- 
can so Bway Association, 
York, N. » £924. $2. 

This is a summary and review in 
book form of the presentations of the 
electric railway companies made last 
year in competition for the Charles A. 
Coffin prize. This award, which takes 
the form of a medal for the company 
and a gift of $1,000 to the “employees’ 
benefit” or similar fund of its em- 
ployees, is to be an annual award to 
the electric railway company which, 
during a given year, has made a dis- 
tinguished contribution to the develop- 
ment of electric railway transporta- 
tion. The award is one of several 
made by the Charles A. Coffin Founda- 
tion, which was formed in 1922 by the 
directors of the General Electric Com- 
pany. 

The administration of the contest 
was in the hands of the American 


New 


Electric Railway Association, which~ 


appointed as a committee C. D. Em- 
mons, Britton I. Budd and James H. 
McGraw. This committee laid out a 
plan for the competition embodying 
eight principal points upon which the 
award would be made. These included: 
Initiative, skill and enterprise in popu- 
larizing electric railway service; out- 
Standing success in gaining public 
good will; economies introduced in 
operation resulting from original ideas; 
economies in operation by taking ad- 
vantage of developments originating 
with others; improvements in construc- 
tion practice; particular success in 
conducting a safety program and actu- 
ally reducing accidents; outstanding 
accomplishments in development of 
good relations between the railway and 
its employees; special accomplishments, 
aside from good management, tending 
to reduce the cost of new capital. 

In its arrangement in presenting to 
the readers the material contributed by 
the various competitors for the Coffin 
prize, the book is divided into two main 


. - 
e- 


a 


and More Revenue,” deals with the 
publicity features, while the second 
part, “Operation with Proper Regard 
for Economy,” deals with operating 
practices. This was done in prefer- 
ence to printing in full the individual 
briefs, as it was felt the method 
adopted would give a better presenta- 
tion for the industry of the practices 
developed. 

An idea of the contents may be ob- 
tained from a statement of the chapter 
headings: In Part I: Better Cars 
Bring in More Revenue; Insuring High 
Quality of Service; Explaining the 
Scope of the Service; Telling the Public 
About the Service; Electric Railway an 


Integral Part of the Community. In 
Part II: Operating Practices that 
Conduce to Economy; Economical 


Maintenance and Good Management; 
Electric Railway Savings in Construc- 
tion; the Accident Menace Can Be Con- 
trolled; Satisfactory Relations with 
Employees; Securing Capital for Im- 
provements. 

In each chapter are excerpts from 
the presentations of the various com- 
panies that deal with that particular 
subject. Thus the book forms a hand- 
book on the best practices to be found 
in the electric railway industry today 
and should be a good guide for the 
progressive managers. It is well illus- 
trated, and its 220 pages contain a vast 
amount of valuable matter to the rail- 
way man. 


A Symbol of Safety 


. 290 . Illus- 

trata “Doubleday Page & Co., New York. 
The electric railways have made 
great strides in the past thirty years, 
but though the changes have been 
revolutionary, they are no greater than 
those effected in increasing the means 
of safety, both of property and of life 
and limb. The history of safety pre- 
cautions is one largely of the applica- 
tion of scientific principles to the means 
for removing the causes of disaster, 
and as one of the greatest destructive 


agents, particularly to property, is fire, 
it is not surprising that some ofthe 
most important early steps along these 
lines were taken to reduce the fire 
hazard. This was largely the inspira- 
tion for the establishment of the Under- 
writers’ Laboratories, about thirty 
years ago, and the book under review 
tells what these laboratories have 
accomplished and how they do their 
work. While fire prevention is still an 
important feature at the Underwriters’ 
Laboratories, the phases of the work 
there include also protection against 
burglary, accidents from automobiles, 


etc. Altogether the book, though tell- - 
ing facts, is an interesting as a 
romance. 


Handbook of Direct Currents 


By K. C. Graham. 164 pages, illus- 
trated. Simmons - Boardman Publishing 
Company, New York. $2. 

This volume, one of the Railway- 
men’s Handbook series, was written to 
impart a knowledge of the fundamen- 
tal principles of direct current theory. 
The language is simple and can be 
understood by those having no pre- 
vious knowledge of the subject. The 
book is not mathematical, all problems 
being included in one chapter on ele- 
mentary electrical calculations. 

The book should appeal to electric 
railway shop men desiring an elemen- 
tary knowledge of direct-current cir- 
cuits, motors and generators and meas- 
uring instruments. 


Theory and Practice of Public 
Utility Valuation 


W. H. Maltbie, 201 pp. McGraw- 
Hil Book Company, New York, N. Y. 

The science of valuation, like that of 
many departments of physics, is in the 
making. Its beginning, in the modern 
sense of the word, dates back only some 
decades to the first efforts toward com- 
mission rate regulation. In consequence, 
laws underlying the science of valua- 
tion to a large extent are undeter- 
mined, and, a book like that of Mr. 
Maltbie, which helps greatly to an 
understanding of the fundamentals, is 
greatly to be welcomed, particularly 
by the layman for whom the book 
primarily is written. 

The general method followed is a 
discussion in one or more chapters of 
each of the various principal methods 
of determining valuation, namely, by 
original cost, by capitalization, by 
market value of securities outstanding, 
by cost to reproduce new, etc. Then 
follows a very clear statement on over- 
head charges and working capital, in- 
tangible values and deductions from 
gross value. The subject of deprecia- 
tion is treated in six chapters in a very 
lucid way, the various classes of de- 
preciation, such as obsolescence, inade- 
quacy, deferred maintenance, accrued 
depreciation, etc., being explained. Out- 
side of one chapter, where the position 
of the United States Supreme Court in 
connection with the subject of accrued 
depreciation is explained, there are 
practically no quotations from legal 
decisions. Instead the author develops 
the subject analytically in his own 
language, and the book is notable for 
the clearness with which the various 
points are brought out. 


Personal Items : 


Charles T. Dehore’s Experience 
Gained in Cincinnati - 


Charles T. Dehore, who has assumed 
active management of the Toledo & In- 
diana Railroad at Toledo, has been in 
the railroad business practically all his 
life in and around Cincinnati. Brief 
announcement of his appointment was 
made in the ELECTRIC RAILWAY JOUR- 
NAL for June 14. 

His railroad experience began with 
his connection as chief clerk to the 
general yardmaster of the old Cincin- 
nati, Hamilton & Dayton Railroad at 
Cincinnati, where he served for two 
years. Then he joined the Kentucky 
Traction & Terminal Company at 
Lexington as chief clerk to the general 
manager and purchasing agent, which 
position he occupied four years. For 
the last twelve years he has been rail- 
way specialist with the General Elec- 
tric Company, serving the territory 
about Cincinnati. 

During the war Mr. Dehore served 
in the cavalry, but was transferred to 
the air nitrate division at Muscle 
Shoals and served in Plant No. 1. 

He is secretary of the Cincinnati, 
Georgetown & Portsmouth Street Rail- 
way, vice-president of the Toledo & In- 
diana Railroad and vice-president of 
the Lake Shore Power Company, the 
corporation which controls the Toledo 
& Indiana system. He was graduated 
from St. Xavier College, Cincinnati, 
in 1908. 


Clark G. Anderson Leaves 
Moline Property 


Clark G. Anderson has resigned as 
manager of the Clinton, Davenport & 
Muscatine Railway, Moline, Ill. Mr. 
Anderson will leave for Wichita Falls, 
Kan., shortly, where he will assume the 
duties of assistant to the president of 
the Arkansas Valley Interurban Rail- 
way. Mr. Anderson entered upon a 
public career in Moline as city engi- 
neer. In this capacity he served six 
years. His ability as engineer gained 
for him a place on the first city com- 
mission, when the form of government 
was changed. He served practically all 
of his term in the department of public 
works, resigning near the close to accept 
a position with the traction company. 
He has been in the employ of the inter- 
urban company at Moline since 1914. 


Albert Swartz, general manager of 
the Toledo & Western Railroad Com-. 
pany, now under the joint control of 
the Willys-Overland Company and the 
Wabash Railway, Toledo, has resigned 
and will go to Chicago to enter busi- 
ness for himself. He wili be in the 
railway supply business. Mr. Swartz 
has been with the Doherty interests at 
Toledo for twelve years and in the 
railroad business in Toledo for twenty- 
seven years. It was announced some 
montnus ayo that the successor com- 
pany of the Toledo & Western Rail- 
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road would retain the services of Albert 
Swartz, who would have complete 
charge of operations. When the Com- 
niunty Traction was first organized 
Mr. Swartz was vice-president, previous 
to which he was in the employ of the 
Toledo Railways & Light Company 
and the Toledo & Western Railroad. 
Foilowing his graduation from Toledo 
schools Mr. Swartz served a_ short 
time in the New York offices of Henry 
lL. Joherty & Company, New York. 


H. L. Bollum with Twin City 
Company 


Outstanding Figure in Minnesota Bus 
Circles Continues with Railway 
Following Bus Purchase 


Great interest attaches to the 
announcement made elsewhere in this 
issue to the effect that the Twin City 
Rapid Transit Company, Minneapolis, 
Minn., has taken over the property of 


H. L. Bollum, 


the Twin City Motor Bus Company. 
Along with this announcement the 
statement was made that H. L. 
Bollum, president of the motor bus 
company, will continue under the new 
arrangement as general manager of 
the- bus lines. 

Quite naturally the question that will 
arise is: What manner of man is Mr. 
Bollum? Very briefly the latest acces- 
sion from the bus field to that of the 
electric railways is one of the outstand- 
ing figures in bus circles in his home 
state. His record speaks for itself. In 
addition to running the bus line he has 
been president of the Minneapolis Bus 
Terminal Association and of the St. 
Paul Union Bus Terminal Association, 
both projects of considerable magnitude. 
Most important, however, are Mr. 
Bollum’s ideas of the business. In his 
own work he has built in substantial 
fashion, and wherever it has been 
within his power to exercise his 
influence with others in. the bus busi- 
ness he has insisted on the application 
of the same high ideals that have 
characterized his own personal com- 
mitments. His material success is an 


_haps, did most among the local bus) 


_but did not get into the transportation| 


excellent criterion to the correctn 
of the public policies to which he | 
constantly adhered. In _ brief, 
philosophy behind all his acts has b 
the public, first, last and all the time 
‘As for the other side of the picture 
the so-called economic side, he h 
looked ahead with amazing clearness 
the need for building along substantial} 
lines. He was one of the moving) 
spirits in the plan to make a reali 
organization of the Minnesota Motor} 
Bus Association. He advocated uniform), 
legislation for bus control and license,| 
He was also a strong advocate of the 
present automobile tax in Minnesota,) 
passed in 1921 with the understanding} 
that the state tax was in lieu of all} 
other taxes on automobiles. As 
indicated before, it was he who, per-| 


operators to bring about a_ better) 
realization of the need for proper ter-| 
minals in both Minneapolis and St, 
Paul. He also was quick to realize t 
need for the application of accura 
methods to the keeping of bus opera 
ing accounts. 

Mr. Bollum moved to St. Paul from 
Goodhue County, Minnesota, in 1911, 


field until the organization of the Twin! 
City Motor Bus Company, in May, 
1915. He began as secretary, later | 
added the title of manager, and! 
succeeded John Wade as president in, 
1920, retaining the title of manager) 
also. From a line with only two buses) 
operating intermittently the system has | 
grown to one of forty-four buses, with 
thoroughly dependable service and com-. 
plete inspection and shop facilities of 
its own. q 


Obituary 


John H. Dunlap 


John H. Dunlap, secretary of the 
American Society of Civil Engineers, 
who was seriously injured in a train 
wreck near Buda, IIl., June 30, died 


July 29 at the Presbyterian Hospital, 


Chicago. 
Mr. Dunlap had been secretary of 
the American Society of Civil Engi- 
neers for two years, having been elected 
during the annual meeting at Ports- 
mouth, N. H., in the latter part of June, 
1922. He succeeded to the office lef 
vacant by Dr. Charles Warren Hunt in 
1920 and filled since that time by Her- 
bert S. Crocker and Elbert M. Chandler, 
with the title of acting secretary. Mr, 
Dunlap left the position of professor 
of hydraulics and sanitary engineering 
at the State University of Iowa, Io 
City, to accept the secretaryship of th 
American Society of Civil Engineers. 
In addition to his university work he 
had devoted part of his time to practice 
of civil and sanitary engineering. 
Mr. Dunlap was born at Harrisvill 
N. H., Sept. 9, 1882. He was graduated 
from the Thayer School of civil en 
neering of Dartmouth College in 19 
after receiving his A.B. degree at th 
institution in.1905. After graduati 
he jained the faculty of the State U 
versity of Iowa as instructor in descri 
tive geometry and was promoted un 
he became professor of hydraulics an 
sanitary engineering in the college o 
applied science at that institution. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters . 


- Some Manufacturers’ Problems 


Manufacturers have their problems 

no less pressing in their way than those 
of the consumers. Of this fact, how- 
ever, sight is frequently lost. For 
instance, take the matter of prices. Thus 
in a recent case which involved a con- 
tract for equipment and supplies to the 
amount of about $100, 000, the manu- 
facturer had to convince the prospec- 
tive purchaser that he had only one 
price, and that that price was based 
on the highest quality plus a fair profit 
on the actual cost of production. There 
was to be no trimming of either price 
or quality. He got the contract. 

It should be self-evident that manu- 

facturers are interested in producing 
as cheaply as possible. In no other 
way can they stimulate or extend the 
market for their goods. Sight is often 
lost of this fact. Also things that 
redound to the benefit of the industry 
redound to the benefit of the manu- 
facturers serving that industry. 
' The question to be answered in mak- 
ing purchases is not how cheap one 
ean buy, but how well. Railways have 
been at great pains to secure rates 
‘which bring them a fair return and 
they should not begrudge a similar 
return to the manufacturer. One 
manufacturer of specialties recently 
expressed the fear that the publica- 
tion of the statement of earnings of 
his company by the JouRNAL might be 
interpreted by some railways to mean 
that a reduction in price of his prod- 
ucts was in order. This manufacturer 
is hardly to be blamed for that view. It 
is the purchasers who are to blame. 
Frequently they do not realize that the 
manufacturer’s profit is based on a 
multiplicity of sales at a small profit 
on each, on which there would be no 
profit at all except for the ingenuity 
displayed by the producer in both his 
manufacturing and marketing opera- 
tions, 


~ Norma Company Changes Name 


In order to realize the fullest value 
from its nationally advertised -trade- 
marks—“Norma” and “Hoffmann’—as 
well as better to describe the nature of 
its business, the Norma Company of 
America, Long Island City, N. Y., has 
changed its corporate name to Norma- 
Hoffmann Bearings Corporation. The 
management, personnel and policies 
will be the same as heretofore. 

Some twelve years ago the “Norma” 
ball bearing was first introduced in 
America. To the original “Norma” line 
of open or separable ball bearings was 
later added a line of “Norma” closed or 
non-separable bearings, to meet the 
‘requirements of service where the 
latter, and more common type, is pre- 
ferred. The company, in developing the 
ye ket for its ball bearings, felt the 
need for a precision roller bearing for 
meer loads and hard service. In order 


-Traction Company, 


to meet this need, the company 
acquired, two years ago, the American 
rights in the patents, trademarks and 
business of the Hoffmann Manufactur- 
ing Company, Ltd., Chelmsford, Eng- 
land, large and well-known manufac- 
turers of precision roller bearings. 

To provide for the constantly grow- 
ing demand for “Norma” precision ball 
bearings and to permit the manufac- 
ture of “Hoffmann” precision roller 
bearings and “Hoffmann” steel rollers, 
the company has just completed a new 
and modern plant on its 17 acres of 
property at Stamford, Conn., on the 
main line of the N.Y., N.H. & H. R.R. 


Railways Buying Mack Buses 


The International Motor Company 
has recently announced the purchase 
of a number of Mack buses by various 
electric. railway companies. Among 
these are the Public Service Railway, 
Newark, N. J.; Boston Elevated Rail- 
way, Boston, Mass.; Connecticut Com- 
pany, New Haven, Conn.; Pennsylvania- 
Ohio Electric Company, Youngstown, 


Ohio; Northern Ohio Traction & Light ~ 


Company, Akron, Ohio; Beaver Valley 
Pittsburgh, Pa.; 
Chicago, South Bend & North Indiana 
Railway, Chicago, IIl.; Illinois Power & 
Light Company, Decatur, III. 


Standard Invoice Form 


Recommended 


The use of a standard invoice form 
is being strongly advocated by the 


National Association of Purchasing 
Agents. It is said that this would 
result in material savings in the 


purchasing and accounting depart- 
ments of large corporations. It is 
poirted out, moreover, that the adop- 
tion of a form of the kind suggested 
would do away with the use of what are 
generally known as - buyers’ invoice 
forms. These latter forms are used by 
certain corporations in connection with 
their purchases. This practice is very 
distasteful to selling organizations, as 
the customer’s private invoice forms 
are inclosed with every purchase order, 
and the vendor must render his invoices 
on those private forms. The great diffi- 
culty in the use of those forms comes 
from the fact that the customer’s name 
is printed on the forms and the name 
of the vendor rendering the invoice 
must be typewritten thereon. Conse- 
quently any carbon copy retained by 
the vendor shows his own name but 
not that of his customer, and the car- 
bon copy is of little value to the vendor 
as being an exact reproduction of the 
invoice he has rendered. Further than 
that, the carbon copy, having no trace 
of the printed portions of the invoice 
forms, leaves a lot of figures such as 
order numbers, requisition numbers, 
etc., without anything to indicate what 
they represent, so that the vendor is not 
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able to distinguish his own order num- 
ber from that of his customer. Again, 
the carbon copy made in this way does 
not tie into the regular accounting sys- 
tem of the vendor, so he is obliged, for 
his own benefit, to bill everything on 
his own forms, thus duplicating the 
billing operations. After the billing 
operation is completed a careful check 
must be made to see that the billing 
retained in the vendor’s files agrees 
exactly with that sent out on the cus- 
tomer’s private invoice form. The 
advocates of the use of the new form 
contend that all of this economic loss 
would be obviated if all invoices were 
rendered on the National standard in- 
voice form. 


Equipment Company Files Peti- 
tion in Bankruptcy 


The National Safety Car & Equip- 
ment Company, St. Louis, Mo., has filed 
a voluntary petition in bankruptcy with 
the United States District Court. in 
St. Louis, listing its liabilities at $124,- 
072, with book assets of $142,438, of 
which more than half represents un- 
secured bills receivable. The company 
manufactures railroad safety devices. 

The petition indicates that the com- 
pany’s troubles have been due largely 
to inability to collect claims from 
debtors. The largest single claim listed 
as an asset is one for $79,069. 


Pole Plant Sold 


The Massey Concrete Products Cor- 
poration, Chicago, has sold to the West- 
inghouse Electric & Manufacturing 
Company its entire interest in the man- 
ufacture and sale of ‘“Hollowspun” 
concrete posts and poles, including its 
plant at Milwaukee. The sale in no 
way affects the activities of the Massey 
company in its twelve other plants, 
where reinforced concrete pipe, piles, 
cribbing, signal material and other 
similar products for railroads and in- 
dustries are manufactured. 


Still Coming 


All records for the sale of exhibit 
space at the Atlantic City convention 
have already been broken and applica- 
tions are still coming in. At present, 
two months prior to the convention, 
approximately 77,000 sq.ft. of space 
has been assigned, whereas the total 
for last year, which was the record, was 
only 75,681 sq.ft. 


Metal, Coal and Material Prices 


Metals—New York Aug. 5, 1924 
Copper, electrolytic, cents per lb.. 13.375 
Copper wire base, cents per lb. . 15.00 
Lead, cents perlb.............. Sccotieny $82 
Zine, ‘cents Per lb torah ccna ees 6.51 


Tin, Straits, cents perlb................. 52.00 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, 

Hampton Roads, gross tons........... $4 
Somerset mine run, Boston, net tons. ae 
Pittsburgh mine run, Pittsburgh, net tons. 1 875 
Franklin, M1., screenings, Chicago, nettons | 
Central, Tl, screenings, Chicago, net tons | 
Kansas screenings, Kansas City, net tons. 2 
Materials 
Robee aererca wire, N. Y., No. 14, per 

ft. 


Weatherproof wirebase, N. Y.,centsperlb. 17.75 
Cement, Chicago net prices, without bags. 


Linseed oil (5-Ib. lots), N. Y. Sper eee ete wsee $1.05 
White lead, in oil (100-lb. "keg), N Ret os 

cents per Ib., carload lots............-. 11.625 
Turpentine (bbl. lots), N. Y., pergal...... $0.84 


- Hand brakes 


Rolling Stock 
ch ae pemR ER GA a OP Ee a ES 


York Railways, York, Pa., has an- 
nounced specifications on the three 
interurban cars and the two city cars 
referred to in the ELecTRIC RAILWAY 
JOURNAL, issue of Aug. 2. The details 
of the three suburban cars are as 
follows: 


Date order was placed.....-. July 22, 1924 
Date of delivery.......++-++s+5 Nov. 1, 1924 
Builder of car body........+e4-. J. G. Brill 


Type of car . 
Seating capacity 


Weight: 
BT! WORDS ia slity piecelels os ose whee alana 15,140 lb. 
IEP OK Src ean encieee soba © level ov euelieyetehens 10,760 Ib 
Bquipment ...... eee cree eee ctes 10,109 lb 
Fah el ky. cas done a cleo wine lpia/ etallsvorsrs 36,000 lb 
Length over all ....eeeeeeereees 47 ft. 6 in 
Truck wheelbase ....++seeeeeeeee 5 ft. 4 in 
Width Over IE %../0 on errert eee 8 ft. 118 in. 


Height rail to trolley base...... 11 ft. 3% in. 


terior CHUM cyl ste orer= s/eleleleys ince 's Mahogany 
eadiining Sic ayy hep Deanery eset White enamel 
t= Yolo) MEE RA SORE OO TICE DOPOD Omi si C10 pit Arch 
Airs PYAKES i)... fre ewes oe aie slerette wi silene .E. 
Oe o Fy Nera EO IO LEO SC Oa. A.S.T.M.—A-20-21 
WRUIMIPCNSD wervclemi es © cla slervie ele oe 5-in. channel 


Car signal system 

Car trimmings, 
Aluminum and bronze nickle-plated 

Center and side bearings ..........-.. Brill 


Coma tite Weir s tetera ote elena osreb Duraduct 
(losis 0) Rae eke Pesce CD chain Hicoc.o conic K-35 
COMPLETE spore eres oo tls elinrols op eer Brill 
Curtain material «6... .-.26cetees Pantasote 


Destination signs ....Keystone illuminated 
Door-operating mechanism, 

National Pneumatic 
Be SPRT A ese niin tale codahatatn ttl ons Providence 
..-.G.E. helical 
..Peacock drum 


Fenders 
Gears and pinions.. 


Heater equipment ....... ..-Consolidated 
Flea dlights' 4,0) nie tis asheaciiert Golden Glow 
JOUTHAL DCATINES ecisiate cin ecaleseneteeleiepess M.C.B. 


Journal boxes 
Lightning arresters ....... G.E., Type MD 
NEGROES fice coacin vgs arene k ete Four G.E. 247-A 
he ica tea) y AURORE aoe ostais Inside hung 
Paint eva sce York Railways standard green 


RSG IAheTR Na aretate re tint aia hie has International 
Sanders.'.. sc... Ohio Brass, air-operated 
SASH NEUES Bose e a ots Edwards aluminum 
SORES he ean els aye Brill reversible, rattan 
Slack AaGjuster: 2... hice on Brill, air-operated 
PS SLUT pany eee iectete aee ae ean Brill graduated 
DCUPAELOAGS Os crates cjeteia e ateketateuniereite he Alundum 
TVOMSY JCALCHEES | yids ae cade eee Parle 
Mroley Pas ery vata apiece heise noes . Ss. 
MERIC Sh yyaticn coe be eyo aghe ornate Gunter Brill 77-H-1 
AVIECTIULID TORS Ara tiem estan ier ere Garland 
WEES Bee cette fake 26-in., rolled steel 
Power-saving device...... Economy meters 


The specifications for the two city 
cars are similar to those for the sub- 
urban cars, the differences being the 
dimensions, weights and type of motor, 
which are as follows: 


Seatines capacity cs sire ate ee 44 
Weight: 
Gare body or wncan east cien eae 13,400 Ib. 
MDULCHS) oe Srsvalacae est okateb elie clateerataye ets 9,760 lb. 
WOuipmient- uke tae ee 6,900 Ib, 
HA PSE SAS i Sd race Pe tte Combes oy Se eure 30,060 1b. 
ions thy over tality se denies isece eee 42 ft. 
WVEOEOT Shaan tenis te oe eee Four G.E. 264 


An interesting feature is that one 
of the city cars will be equipped with 
Brill rubber cushion wheels. 


Mexico Tramways, Mexico City, 
Mexico, decided some time ago to pur- 
chase a number of motors for the 
larger cars and to transfer the present 
ones from these to cars of the smaller 
type so that they could be equipped 
with four instead of two motors. All 
double-truck cars will be equipped with 
four motors and air brakes, 


Syracuse Railways Co-Ordinated Bus 
Lines, Syracuse, N. Y., subsidiary of 
the New York State Railways, has 
placed an order with the Brockway 
Motor Truck Company of Cortland, 
N. Y., for six chasses for operation on 
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its lines in Syracuse. The bodies will 
be of standard city bus pattern, with 
entrance and exit at the driver’s right 
to facilitate collection of fares. Leather- 
faced seats will-be used; the seating 
capacity of each bus to be twenty-five 
persons. 


Track and Line 


New Haven & Shore Line Railway, 
Guilford, Conn., has recently completed 
a 4,000-ft. extension to Hammonasset 
Beach at a cost of $7,500. This exten- 
sion forms a spur reaching the public 
picnic park maintained there by the 
State of Connecticut on Long Island 
Sound. 

Interstate Public Service Company, 
Indianapolis, Ind., has started work on 
building the double track on Washing- 
ton Street, Columbus, Ind. The laying 
of the track will be completed within 
two months. 

Helena Light & Railway Company, 
Helena, Mont., will complete shortly 
the installation of new rails and paving 
on Sixth Avenue between Park Avenue 
and Main Street. 


Johnstown Traction Company, Johns- 
town, Pa., has started work changing 
the location of the tracks of the Wind- 
ber line between Bens Creek and Kauff- 
man’s Run. The track removal prepara- 
tory to improving the highway will cost 
between $40,000 and $45,000. New 
tracks are to be constructed to the left 
of the highway for approximately a 
mile and one half. A new bridge over 
Bens Creek is also to be constructed. 


Winvipeg Electric Company, Winni- 
peg, Man., is completing construction 
of a double track extension from 
Academy Road to the south gate of 
Assiniboine Park. 


Philadelphia, Pa—The Department 
of City Transit has awarded contracts 
to the Keystone State Construction 
Company, for almost one-third of the 
construction of the four-track subway 
on Brodd Street. The award covers the 
portion of the subway running from 
Stiles to Clearfield Street, a distance 
of 10,180 ft., or close to 2 miles. Con- 
tract 105-A covers the portion between 
Stiles and Dauphin Streets, the aggre- 
gate of the bid amounting to $7,660,648. 
Contract 105-B covers the distance from 
Dauphin to Clearfield Street, aggregat- 
ing a-cost of $6,554,451.50. 


Power Houses, Shops and 
Buildings 


Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., has awarded 
the contract for a two-story, 20-ft. x 
60-ft. brick and concrete addition to the 
steam turbine room on St. Francis 
Street to Meredith Brothers. The ar- 
chitect’s estimate was $50,000. 


Union Traction Company, Anderson, 
Ind., has recently completed and put in 
service a new freight house at Muncie, 
Ind. The offices are in the center of 
the big building and overlook all parts 
of the structure. The freight house is 
one of the best equipped in the state of 
Indiana. 


~ department, café, stores and other con- 


‘trict. 


Sacramento, Cal. — Contracts have 
been awarded for the construction of 
union electric railway terminal for the 
joint use of the Sacramento Northern 
Railroad, the San Francisco-Sacramento 
Railroad and the Central California 
Traction Company. The building con- 
tains a waiting room, offices, baggage ~ 


veniences. The investment in land and — 
terminal facilities approximates $350,- 
000. Wollett & Lamb are the archi- 
tects for the terminal and the adjoining 
store buildings. The general contract — 
for the terminal building has been let 
to George D, Hudnutt, Inc., for the sum _ 
of $54,487. The electrical work will be 
installed by the Latourrette-Fical Com- — 
pany for $3,064. F. H. Betz has been 
awarded the general contract for the 
adjoining store buildings, which will 
cost approximately $27,000. E 


Trade Notes 


Industrial Works, Bay City, Mich., 
announces the appointment of Ride- 
nour, Seaver & Kendig, Buffalo, N. Y., _ 
L. N. Ridenour, resident manager, as! 


H. L. Woolfenden has joined the © 
Scott Valve Manufacturing Company, 
Detroit, and will have charge of sales 
promotion. Mr. Woolfenden is a grad-_ 
uate mechanical and electrical engineer. 
After several years spent as a consult-— 
ing engineer in Detroit, he went to 
Denver in 1901 and engaged in engi-— 
neering and contracting, later becoming 
associated with the Allis-Chalmers — 
Manufacturing Company. While dis- 
trict manager at Denver, Mr. Wool- 
fenden had charge of all sales and 
engineering work in the Rocky Moun- — 
tain district. if 


E. Jones, formerly of the Chicago 
sales office of the B. F. Sturtevant 
Company, Hyde Park, Mass., has been! 
appointed district sales manager of 
Missouri, Kansas and Nebraska, with 
headquarters in Kansas City. 


e 


a 


Advertising Literature — 


ie 


Union Iron Works, Erie, Pa., has re- 
cently issued a booklet describing in 
detail the design and construction of i 
new Union universal boiler of the se 
contained return flue type. The booklet 
shows interior and exterior views, as 
well as sections through the boiler, and 
a table gives data on all dimensions of 
importance. : 


American Locomotive Company and 
General Electric Company have re- 
printed in folder form an “ad” from 
the ELECTRIC RAILWAY JOURNAL on the 
Paulista electrification results. 

Mica Insulator Company, New York, 
N. Y., has issued “Commutator Insula- 
tion and Assembly.” This twenty-four 
page illustrated booklet describes the 
various grades of mica used for insulat- 
ing commutator segments and tells 
how commutators are built up and 
baked after assembly. Information is 
also given on remedies for such defects 
as high or low bars, high mica, spark- 
ing, pilting and grounds. 


